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Syracuse and Binghampton Railroad. 

The 18th. and 19th of the present month were 
devoted to a formal opening of this road to the 
public. We joined the excursion party which 
passed over the road from Binghampton to Syra- 
cuse on the 19th instant, and are thus enabled to 
give not only an account of the opening, but a 
description of the road, and its route. 

The name indicates the points united by the 
Syracuse and Binghampton Railroad, but not the 
connections formed, nor their importance. Syracuse 
is one of the largest and most prosperous towns 
in the Central and Western New York; the great 
seat of the manufacture of salt, and contains a po- 
pulation of about 30,000 souls. Binghampton is 
a thriving town in the Susquehanna Valley, with 

me & population of about 10,000, a large portion of 
; ~ Which have been added since the opening of the 
io New York and Erie Railroad. About 60 miles 
: 7 gf this town commence the coal fields of 
s diappeytvania, with which it is united by a rail- 
mead (the Delaware, Lackawanna and Western). 

Ww This road now supplies the Valley of the Susque- 
a with coal, and as far as Syracuse is concern- 

‘ fields are practically reached at Bing- 
o@mapioa,. As this place is connected with N w 





Baltimore, the above road opens to Syracuse, ac- 
cess to all these points, and secures to it all the 
advantages of a connection with themall. Syra- 
cuse as it will be known, is on the great Central 
Railroad, which has double line to Rochester, and 
also a railroad to Oswego, the most important 
American port on Lake Ontario. 

Independent of the railroad connections formed, 
the Syracuse and Binghampton Railroad connects 
the two great geographical divisions of the west- 
ern prolongation of the State,—the great Sus- 
quehanna Valley which lies for 150 miles upon its 
southern border, with the great plain that skirts 
the southern shore of Lake Ontario, The eleva- 
tion of the Susquehanna Valley is about £00 feet 
above the sea, of Syracuse about 500. Between 
them, the dividing ridge reaches an elevation of 
about 1,200 feet above the sea.. These two great 
vallies, or perhaps more correctly speaking, pla- 
teauxz, are traversed by the Erie and Central, Rail- 
roads, respectively, and in them are found the bu- 
siness and commercial centres of the western part 
of the State. 

The objects of the Syracuse and Binghampton 
Railroad may be said to be three-fold: To open a! 
new route between Binghamton and New York ;— 
to open an outlet to market for the country tra- 
versed ;—and connect Syracuse with the Pennsyl-' 
vania coal fields. 

Perhaps the most important of these objects, at’ 
any rate the one most readily appreciated at a) 
distance, is the latter.. Syracuse, as already stat- 
ed, is the great seat of the manufacture of sal in 


tion, by artificial means; and for this purpose it is 
estimated that at least 300,000 cords of wood, 
valued at four dollars the cord, are consumed an- 
nually. The constantly increasing high price paid 
fer fuel is seriously reducing the profits of the 
manufacture, which would in time have to be a- 
bandoned, unless some less expensive fuel could 
be used. The evaporative effect of coai is estim- 
ated at 24 times greater than the best kind of 
wood, and as by means of the above road, the 
former can be delivered at the salt works, at the 
price, per ton, now paid for a cord of wood, the say- 
ing effected will at once be understood; and as 





the supply can always be made to equal the demand, 


York, and is speedily to be with Philadelphia coal 


New York. This is mostly produced by evapora-! 


the above road is a most important element in 
calculating the future growth of that city. 

But immediately below Syracuse is Oswego, the 
most important port of Lake Ontaria, the great 
entrepot of the Canadian trade, to be immensely 
augmented by the recent treaty of reciprocity. 
The tendency of the trade of the Upper Lakes is 
steadily toward Oswego, from its greater proximi- 
ty to tide water, and the shorter extent of canal 
navigation to reach it. The shipments, eastward 
from Oswego, the past year, were equal to 7,000,- 
000 bushels of wheat; 4,000,000 do. of corn, and 
120,000,000 feet of lumber. The carriage of these 
immense bulks, gives employment to a vast com- 
mercial marine, a very considerable portion of 
which is made up of propellers. The vessels 
which bring this freight to Oswego return mostly 
in dallast from the lack of up freights. Coal is 
just the article wanted for wp freights, as well as 
for motive power for the steam marine of the 
Lakes. As it is well known that Canada is entire- 
ly destitute of coal formations, as well as the 
greater part of the country lying immediately 
upon the Upper Lakes. There is no doubt that 
2 or 300,000 tons of coal would find a ready mar- 
ket at Oswego as soon as this amount could be 
supplied. It is well known too that Oswego pos- 
.Sesses in an immense water power, great facilities 
for manufacturing, which is now chiefly confined 
\to the manufacture of flour. The capacity of 
\the mills in operation are equal to about 8,000 
barrels per day. Taking both Syracuse and Os- 
iwego, it is easy to see that the road which is to 
supply these cities with coal, which must be the 
Syracuse and Binghampton, from its location, and 
the directness of its line, will have a business 
which alone would justify its construction. 

If Syracuse and Oswego are to be supplied 
from the coal fields of Pennsylvania with fuel, 
over the Syracuse and Binghampton Railroad, it 
is easy to see that the same road will be in admir. 
able position to do a heavy return business for 
which the exports of Oswego will afford abundant 
material, The coal trains may retarn loaded with 
western. products, nearly as cheaply as empty. 
With suitable provisions for forwarding freight 
fromthe coal mines to New York, the northern 
trains may always count upon a full load in both 
directions; reducing in this manner the cost of 
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transportation, and increasing at the same time 
the profits of the road. 

Near the northern terminus of the road are in- 
exhaustible deposits of gypsum, for which a very 
extensive market exists, upon the line of the road, 
in the Susquehanna Valley, and northern Pennsyl- 
vania, all of which are destitute of this article of 
almost indispensable use in agriculture. A large 
income is anticipated from the carriage of this ar- 
ticle. 

The next great object of the road, and one per- 
haps of equal importance as the preceding, is its 
local business. It is well known that one of the 
sections of the State unaccommodated by any 
suitable public highway, was that portion of it 
between Cayuga Lake and the Chenango Canal. 
Its topography, not admitting the construction of 
@ canal, it was not comprehended within the State 
scheme, which embraced canals only. For some 
years past a railroad was proposed, but one great 
inducemeut was lacking—access to the coal fields, 
which was only till recently supplied by the open- 
ing of the Delaware, Lackawanna and Western. 
This being secured, the above road was imme- 
diately commenced, though sufficient inducements 
undoubtedly existed for its construction in the 

business of its route. 

’ From Binghampton the road follows up the Val- 
ley of the Chenango to its point of forking with 
the Tiongnioga, the western branch of which it pur- 
sues, to the summit, 14 miles south of Syracuse. 
Upon the Chenango, the valley is wide, beautiful, 
and well cultivated. Upon leaving the Chenango, 
the immediate valley of the Tiongnioga becomes 
more contracted, though the hills that inclose it are 
composed of excellent soil, and are well cultivat- 
ed. On approaching Cortland County the road 
emerges upon the elevated plateaw which occu- 
pies the central portion of the State, and which, 
on the live of the above road, we have never seen 
excelled, either in excellence of soil, culture, or 
beauty of scenery in any part of the United 
States. We do not believe that a better country 
of equal area, can be found in the United States. 
The whole line of the road runs through an ad- 
mirable farming country, and through a succes- 
sion of thriving villages, which, taken together 
would, we believe, supply to the road a remuner- 
ating traffic. If such a country cannot, no coun- 
try in the United States can. The road has an 
abundant area for such local business which can- 
not be interfered with by any proposed or prac- 
ticable work. A road to accommodate the same 
territory must follow the immediate route of the 
one constructed, which is so occupied upon se- 
veral portions of its line as to preclude the con- 
struction of any rival line. 

The Syracuse & BinghamptonRoad will undoubt- 
edly command a fair share of the through travel 
between Syracuse and Oswego, and of the Cen- 
tral, and Western part of the State, and the City of 
New York. It offers as short a route between 
that City and Syracuse, as the Central, and we 
cannot imagine a more attractive one. Upon the 
opening of the lower division of the Delaware, 
Lackawanna and Western, it will form a part of 
a route some 80 miles shorter than the Central. 

The construction of the above road was com- 
menced a little less than two years since, and has 
consequently been built within a period of two 
years. The route is a favorable one as may be 





inferred from the cost of the road, though upon 
some portions of the line, there is much heavy 
work, It is admirably constructed, and is well 
ballasted throughout; an abundant supply of ma- 
terial being fortunately’ met with upon almost 
every section. The road from this fact, and for 
the reason that there is but a small amount of 
bridging upon it, will be very easily kept up. It 
is well equipped, and by the first day of January 
next, will be in position to do a very large busi- 
ness. 

Its cost up to the present time is about $1,- 
800,000; or $22,000 per mile. Some additions 
to this sum will undoubtedly be needed, but with 
an increase of $3,000 per mile, which will carry 
the total aggregate to $2,000,000. We should say, 
the road will be able to earn $500,000, without 
any increase of its construction account, one-half 
of which sum surely ought to go to profits. We 
should think the road would earn for one year 
commencirg January Ist, 1855, $300,000, at a 
cost for operating, not exceeding 40 per cent. 

We refer particularly to the matter of the cost 
of the road, because we do not believe a road 
was ever constructed in the United States involv- 
ing an equal amount of work, with so small an ex- 
penditure. We can point to no other road, which 
under the circumstances, has cost so small a sum. 
One reason for this is in the fact that the means 
for construction were furnished by the people upon 
its line. The whole amount of stock paid in is 
not far from $850,000, divided among nearly 2,000 
stockholders. It is therefore emphatically a peo- 
ple’sroad. The stockholders furnished the amount 
necessary for graduation, masonry, &c., &c., as fast 
as wanted, so that the company have at no time 
been compelled to make sacrifices to raise money. 
It was seen that the road would be a goed thing, 
and no efforts were spared to make it so. The 
direction which embraces the richest and most 
influential men that could be found upon the line 
of the road, is composed of practical men, and 
who embodying the general sentiment in favor of 
the work, served it with the same zeal and assi- 
duity they would bestow upon their own busi- 
ness, and without any charge, or compensation. 
The result was that the road could not have been 
built at less cost, had it been a private, or in- 
dividual enterprize, as one of the directors assur- 
edus, and of which the cost of the road is full 
proof. The south portion of the line presents few 
difficulties, but the Syracuse portion of it a very 
serious one. The engineer who preceded Mr. Gi!- 
bert, reported that the summit could not be 
crossed without a grade of 70 feet to the mile. 
This report led to a delay in the construction of 
the road, which was not commenced till after. 
Mr, Gilbert took chargé of it. The total ascent 
from Syracuse to the summit in a distance of 14 
miles, is a little more than 700 feet. This ascent 
is now brought into one plane, having an uniform 
inclination of 52 feet to the mile. To distribute 
the grade equally throughout the whole distence 
was a problem of no easy accomplishment, as the 
work shows. The wonder to us is, how it could 
be done at so slight a cost. 

We are more particular to refer to the manner 
in which this road has been built, for the reason 
that it contrasts so strongly with the course usu- 
ally pursued, and of the sacrifices submitted to; 
sacrifices which are too apt to overload our roads 





with fictitious capital, and which, from the demo- 
ralizing influence which improvident conduct is 
sure to exert, unfits those who submit to them, 
for the proper superintendence of the operations 
of their road. 

The opening was of course the occasion of ge- 
neral rejoicing on the part of the entire commu- 
nity interested. The excursion train numbered 
27 long passenger cars, gaily decorated, and con- 
taining, we should think, about 2,000 people. At 
any considerable station the common joy was tes- 
tified by a plentiful consumption of gunpowder, 
ringing of bells, &c., &c. At Cortland, midway 
between Binghampton and Syracuse, an excellent 
lunch, prepared by the ladies, was served up. At 
Homer, a very pleasant episode occurred in the 
shape of the presentation by the ladies of that 
place of an elegant and massive silver pitcher, to 
the chief engineer of the road, W. B. Gilbert, 
Esq, At Syracuse, a sumptuous dinner was sery- 
ed up at the St. Charles Hotel, to the company 
and invited guests, of which some 150 partook. 
At the dinner, toasts and speeches appropriate to 
such occasions were given. In the course of the 
evening several very interesting statements were 
made by a number of the directors, particularly 
by the President, Mr. Stevens, and Messrs, Law- 
rence and Murray, illustrative of the history and 
progress of the work, the position of the Com- 
pany’s finances, (which were stated to be in a 
favorable condition, the Company having sufficient 
assets to meet all its floating liabilities,) &c. &c. 
Honorable mention was made by several of the 
directors of the services rendered by Mr. Gilbert, 
the chief engineer, not only in his official, but in 
other capacities. Of his capacity as an engineer 
the road is sufficient evidence. 

Both days passed off without the slightest ac- 
cident, the great cause of all mischief, intoxicat- 
ing drinks forming no part of the entertainment. 
The excursion party separated, highly delighted 
with the result, while the satisfaction of the di- 
rection was largely increased by the conviction 
which is the common reward of those, who in 
serving themselves, confer an equal advantage 
upon their neighbors, and who are actuated by 
a higher aim than the mere personal gain. 





Hudson River Railroad. 

This company have made a new issue of Bonds 
to the amount of $2,000,000, secured by a third 
mortgage on their road. The previous funded debt 
of the company is as follows : 


1st Mortgage Bonds............. «+... $4,000,000 
‘ 


2nd Sf cece cccevoee coos e 3,000,000 
Convertible we eet eT 
$8,000,000 


The second mortgage bonds are due in 1860, 
and the convertible in 1867, The new mortgage 
provides for a further issue to the amount of $4,- 
000,000, to take the place of the convertibles, un- 
der certain conditions, and of the second Mortgage 
Bonds, The new issue is for 80 years. Of the 
whole amount, $1,000,000 is to pay off the float- 
ing debt, amounting. to $902,840, and an equal 
sum for such additional improvements as the road 
may require. The new issue is offered to the 
stockholders at 80 cents on the dollar, 

The circular of the company offering the Bonds, 
states that up to the present time the income of 


























the road has been insufficient to meet the interest 
upon the indebtedness of the company. 
The earnings for the year ending 
Sept. 30th, 1854, were. coe $1,753,986 
Expenses........... -+. 1,300,000 


Net earnings .... 0... .... cee eee oo 0s $453,986 

Interest on funded and floating debt, say $630,- 
000. 

The earnings for 1855 are estimated at $2,200,- 
000; expenses $1,300,000 leaving, $900,000, for 
interest and dividend, equal to 7 per cent. ona 
funded debt of $9;000,000, and nearly 6 per cert. 
on the stock. 

The statement put forth certainly does not, in 
these times, invite the public to a very attractive 
feast. But as the Bonds are offered to the stock- 
holders, it may be that they, being well satisfied 
of their value, are indifferent as to what the pudlic 
think. But we think that this is not a proper ex- 
planation of the manner in which this new loan is 
presented. This company belong to the old fogy 
school, and take particular delight in seizing hold 
of the butt end of the log, when they might have 
thrown that upon the public, taking the lightest 
end themselves, To say that a road, which has 
been opened for three years has not earned inter- 
est upon its debt, is very frank; but without at- 
tempting to account for such deficit, certainly 
evinces more courage than judgment. The com- 
pany expect to do better for the future, but is this 
expectation more reasonable than such as have 
been previously disappointed. We think the com- 
pany on coming before the public, should have at- 
tempted to have shown why success has not yet 
been fully realized, and why the future may rea- 
lize what the past has failed todo. Now, what- 
ever the Company think of the Hudson River 
Road, of its position and prospects, we are satis- 
fied that the pudlic know next to nothing about 
them. Hence the low price of the stock, and the 
necessity which forces the company to offer their 
bonds at 80 cents on the dollar. We have never 
seen the first attempt to place this project proper- 
ly before the public. We have never seen a re- 
port calculated to throw the least light upon the 
merits of this work, or the causes of its apparent 
want of success. The inferences naturally to be 
drawn from the meagre statements made from 
time to time, are, that the directors themselves 
were uncertain as to the future, or incapable of 
estimating their present position. They conse- 
quently have not been able to enlarge the area of 
the friends and supporters of the road; the bur- 
dens resulting from the construction of which still 
rest upon the original shoulders. 
owners of the Hudson River Railroad are desirous 
of continuing to be the owners of it, and to be- 
come the purchasers of the new issue of Bonds, 
then we certainly have no wish to criticize them. 
But if they would like to have the public lend a 
helping hand, then we think the better policy 
would have been to have educated the public up 
up to the merits of the road, to have secured such 
cooperation. We think that on appearing before 
it for money, the public should have been inform- 
ed “that when the Hudson River Railroad was 

first opened, it found its business in possession of 
the river steamers, which moved at the rate of 
20 miles the hour, a speed equal to the average 
speed of most, of our roads, and affording to the 
traveller nearly all the luxuries and conveniences 





Now if the! 





of a private residence ;—that to secure this busi- 
ness was as much more difficult task than to re- 
tain it, as the storming of a castle is more difficult 
than its defense. The Hudson River Railroad had 
to reverse the ordinary method pursued by other 
companies, of adapting their service to the amount 
of business offering; increasing such service in 
proportion to the gradual increase of such busi- 
ness,—by performing the greatest amount of ser- 
vice, d'splaying the greatest vigor and capacity, 
securing the highest efficiency to the road, and 
making the same time and running the same num- 
ber of trains to accommodate a business yielding 
$1,000,000, as one yielding $2,500,000.” No im- 
pression could be made upon the ordinary mode 
of travelling, but by showing, by extraordinary 
contrast, the superior advantages of the railroad. 
Any ordinary demonstration would have been 
equivalent to failure. No road commands even 
the appropriate business of its route, the first, or 
second year of its operation. It was inevitable 
that the Hudson River Road, under ,the circum- 
stances, would have to be run, if not at a loss, 
without profit. The success of the road was not 
to be measured, by the amount of net profits, for 
the first, second, or third year, but upon the abi- 
lity of the road to command, in opposition to 
steamers, the business of its route. In this con- 
test after years of arduous struggle the road has 
been so far successful, that it is seen what the 
result mus be,—that the road will, in time, carry 
the travel between New York and Albany. This 
being admitted, or proved, renders success certain. 
The past, therefore, is no criterion for the future, 
except so far as the past indicates what the future 
is to be, which it has done. Now we think that 
the public should have been made to know what 
is peculiar in the case of the Hudson River Rail- 
road. We think too, if the managers of this road 
had ordinary sagacity, they*would lose no oppor- 
tunity of making its position fully understood ; 
but we presume they belong to that class of tac- 
ticians who prefer to lose a battle in obedience to 
certain rules sanctiened by tradition, than to win 
one in violation of them. 

The company offer at the present time only $1,- 
000,000 of bonds, at 80, making a sacrifice in the 
outset of $200,000. This sum put out on com- 
pound interest would produce at the maturity of 
the bonds, nearly $1,600,000, a sum sufficient, not 
only to pay off the loan, but to leave $600,000 in 
the company’s treasury. Now it strikes us that 
had the company taken the appropriate means to 
render the merits of their project thoroughly 
understood, and appreciated, and had set apart 
$200,000, now proposed to be sacrificed in dis- 
counts, as a sinking fund the new loan might 
have been sold ai, or nearly, par. The difference 
in the result is the making of $1,600,000, or losing 
such asum. Itis by such results that the sound- 
ness of a particular course or policy is to be mea- 
sured ; and measured by such, we ask if the Hud- 
son River Company have not remained long 
enough in their shell, if it would not have been 
for their advantage to have sunned themselves a 
little in the popular air, and to have educated the 
public up to a competent idea of the value and 
resources of their great work, instead of main- 
taining a stolid silence which by some is at- 
tributed to distrust, and others, to incapacity. 

We cannot understand the necessity of placing 


ea 
the bonds of the company at so low a figure. It» 


will be answered we presume, that other securities 
are selling as low; consequently the Hudson River 
must follow suit. Now if the securities offered are 
good, they are worth par, and would command it 
in a short time, The company are only aggravat- 
ing their condition, and that of other railroads, 
by offering their securities at ruinously low rates. 
The convertible bonds sold at 90. The company 
now Offer a third mortgage bonds at 80, ten per 
cent. less, though they may take precedence of 
the former. The company in this way take the 
first and most effective step toward discrediting 
their own securities, and of increasing that dis- 
trust which is now pressing so heavily upon the 
railroad interest. A sinking fund of only $100,000 
would have produced in 80 years, $800,000, near- . 
ly equal to the entire amount of the loan, and 
with it, the bonds would have sold much more 
readily at 90 than at 80, without it; showing 
what sacrifices are submitted to for the want of 
a little forethought. Such mistakes, by such a 
company as the Hudson River are the more culp- 
able, for the reason that the high financial posi- 
tion of its managers causes them to be taken as 
examples for imitation. But as already shown, 
men may be too wise for their day and generation, 
which estimate measures only by results. 








New York and New Haven Railroad, 
Below we give the opinion of Hon. 0. P. Kirk- 
land, that the New York and New Haven Railroad 
Company are liable for the over issues of stock, 
by its late transfer agent, Mr. Schuyler. 


My opinion has been requested by parties inter- 
ested, on the subject of the liability of the New 
Haven Railroad Company for the stock issued by 
Robert Schuyler, in excess of the capital author- 
ized by the Act incorporating the Company. I do 
not use the term “fraudulently” issued :—that 
term Is applicable only as between Schuyler and 
the Company; as between the company and the 
honest holders of the stock thus issued, it has no 
application, practically or legally, in fact, or in 
law. 

In investigating this matter, it is quite as necessa- 
ry to ascertain what is not, as what 7s the question. 
The question is not as to the power of the Compa 
ny or any of its agents to issue stock beyond the 
amount allowed by the Act of Incorporation. On 
this point, there cannot be two opinions; neither 
the Company nor its agents have or had any such 
powers: this proposition is elementary ;—it is on 
all hands conceded—it never has been, it never 
will be disputed by any judicial tribunal, or by 
any lawyer. As was well said by the Courtsof: 
Pennsylvania, in pronouncing judgement in the 
case of the Bank of Kentucy agt. the Schuylkill 
Bank, “were this point of any practical value in 
the case, the decision wou:d be in favor of the de- 
fendants; but it is not.” 

The real and only question in the case arises 
under the law of principal and agent. 

How far, to what extent, is a principal liable 
tor the acts of the agent? 

Do corporations in this respect, differ from na- 
tural persons? Are they subject to a different 
rule ? These and these only, are the questions in 
this case. 

It becomes necessary, first, to ascertain the 
facts and circumstances in reference to Schuyler’s 
agency for the Company, the nature, extent, 
“scope” of that agency ; the position of Schuyler 
relatively to the company ; the duties, the power 
confided to him; the aspect in which they held . 
him out to the world ; fortunately on this subject 
there is no dispute or doubt. We have the high- 
est and most satisfactory evidence in an authentic 
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at their meeting in Few 
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of Octob-| ficates when issued had all the indicia of genuine-| The cénsiderations establish the pro- 
er, instant. In that document it is stated that|aess which any certificates had, and no more bad-| position that issuing of stock ‘certificates, 


‘*Robert Schuyler was 


fidelity,, but with high intelligence.” 


“Mr, Schuyler was also the Transfer Agent of 
the Company from the commencement of its oper- 
ations :—the principal part of its business was 
transacted in the city of New York; its offices 
were practically there, its principal siock account 


was kept there. and Mr, Schuyler when acting in 


that caprcity (i. e. of Transfer Agent) exercised the 


office and duty usually entrusted to the highest off- 
cers of all such corporations, The provisions for 
the transfer of shares in New York are such as ob- 
tained generally in that cily, except the greater se- 
curity that the Transfer Agent was a Director and 
President of the Company, possessing its unlimited 
confidence and that of the Stockholders, and was 
not a mere clerk or agent employed at a salary.”— 
It appears also from the paper annexed to the re- 
port, and forming a part of it, “That he was ap- 


pointed Transfer Agent in New York, by virtue of|and only business and duty as Transfer Agent, so 


the express authority contained in the act of in- 
corporation, permitting the Stock to be transfered 
at such places as the by-laws of the company should 
direct ; that he was furnished with blank certificates 
of Stock, and that all the certificates issued by 
Schuyler, (as well as those admitted to be valid as 
those claimed to be invalid,) were signed in the 
same manner, with the name of R. Schuyler Trans- 
fer Agent, it having been the uniform course of the 
Company to affix no names to the certificates, other 
than that of the Transfer Agent at the place where 
the transfer was made.” 


Schuyler was thus presented to the public as a 
Director and the President of the Company, as its 
Transfer Agent in New York, excercising the of- 
fice and duty usually entrusted to the highest offi- 
cers of such Companies, and as possessing its un- 
limited confidence, and as excercising his Transfer 
Agency at tue place where the offices of the Com- 
pany practically were, and where its principal 
stock account was kept. 

It is quite unnecessary to enquire what the “office 
and duty” of this Transfer Agent were as between 
himself and his principals, the Railroad Company ; 
such an enquiry would be irrelevant and useless. 
He doubtless owed them “ certain duties” and so 
far as they were concerned, he could not properly 
execute his office without performing those “dut- 
ties,”—for instance, he was bound éo them to keep 
accurate accounts, not issue new scrip until the 
surrender of an equivalent amount of old scrip, to 
see that all transfers were duly entered and the 
like. But all this is wholly immaterial here ;~— 
what we have to do with, in this inquiry, is the 
business of this Transfer Agent, so far as the public 
are concerned ; what were his “ office and duty” 
so far as related to them. On this point there 
cannot I apprehend be any difficulty or doubt.— 
His business simply was to sign, as Transfer Agent 
and to deliver and thus to issue certificates of 
stock. By the very terms of his appointment and 
the nature of his office, this was what he was to 
do, and ail he was to doin regard to the public; 
this was, and necessarily must be the extent of 
his transactions, so far as third parties were con- 


i President of the}ges or marks of fraud than certificates issued to 
Company on the 19th day of May, 1846, and byjothers. As we have seen, the Company had en- 
successive and unintermitted elections, held the of- 
fice up to the third day of July last;” that while 
President of the Company, he was its chief execu- 
tive officer, excercising the principal powers ot 
the corporation, enjoying the full confidence of 
the Company and of the Directors”;—“that a meet- 
ing of the Stockholders in November 1849, the 
following Resolution was unanimously passed : 
Resolved, That the Stockholders have entire confi- 
dence in the President and Board of Directors, 
believing them to have executed the important 
trust committed to them, not only with zeal and 


trusted him with their blank certificates, they had 
given him the power to exercise the office and 
duty usually confided to the highest officer of 
such a corporation; they had solemnly and pub- 
licly, in November 1849, announced to the world 
his “fidelity” —his fitness for the trust; and to give 
to the public what may well be said to have been 
absolute and entire reliance on him as the trans- 
ser agent, they had appointed him a Director and 
also President of the Company, so that that public 
could plainly see that his power was not commit- 
ted—as it usually is, and generally must be—to 
“a clerk or agent employed at a salary.” It would 
be difficult for ingenuity to devise a state of things 
better calculated to lull the public into security, 
and to inspire them with entire confidence as to 
the issues of Stock by Schuyler, as ‘Lransfer Agent 
than that which was contrived and adopted by this 
Company, as set forth by its Directors in their re- 
port above referred to. Who, under the admitted 
facts and circumstances, could hesitate to receive 
as genuine and obligatory, the certificates issued 
by him, whether issued in the form of certificates 
to R. & G. L. Schuyler, or even to R. Schuyler 
himself, with blank powers endorsed, or whether 
issued directly to aud in the name of the holders 
of such certificate, on the surrender by them of 
the certificates originally received by them of 
Schuyler or of others. As has been stated, and 
as cannot be contradicted, Schuyler’s legitimate 



























































Jar as the public was concerned, were tosign as was 
agent and deliver the blank certificates with which 
he had been entrusted by the Company ; and all 
that was requisite for the security of any person 
receiving such certificates was the fact of the gen- 
urnenes of his signature—The Company, by its 
own acts, answered for and guarantied every thing 
else. The receivers of the certificates prior to 
their reception, had no power over the books of 
the Company ; they had no legal right to inspect, 
or demand an inspection of them; they were up 
to that period, so far as the Company, its books 
and records were concerned, ia every legal and 
practical sense strangers. The law cannot be 
so tyranical, so unjust and unreasonable, under 
such circumstances, as to charge any negligence 
or default, any want of diligence, on the recipients 
of the certificates for not knowing what the books 
of the Company contained or omitted. If any 
person not owning any stock in a given corporation 
should apply to the officers of that corporation 
for an inspection of its stock books, they would 
very properly inform him that they had no legal 
power to grant and that he had no legal right to 
demand such inspection, though such inspection 
might be permitted, in some instances as a matter of 
mere courtesy. The statute authorises the inepcc- 
tion of stock books only by a Stockholder. 1 R. 
R. 601. (1st, ed.) See also Laws 1848, p. 60. 


It seems to me, then, an indisputable proposi- 
tion that. under the facts as expressly stated and 
declared by the Company itself, through its Pre- 
sident and Directors, Schuyler as its Transfer 
Agent, was invested, so far as the public are con- 
cerned, with full power to issue certificates of 
stock, that this was, as to them, his legitimate 
and sole business as such agent; that the Compa- 
ny put into his hands additional, if not conclusive 
evidence of his power and authority in the blank 
certificates furnished him ;—that in addition to all 
this (though no addition was required) they by 
their deliberate resolution published to the world, 
not only justified, but invoked and demanded the 
implicit confidence of all parties in him as such 
agent, He had in every legal and practical sense 


cerned. The Company by this his appointment) for the purpose of the issue of stock, concentrated in 
invested him with plenary power in this respect ;/ himself the power of the President and Directors 
among other things they from the very nature of/acting at a lawful and duly convened meeting; and 
the appointment. and the necessity of the/an issue of stock authorized at such lawful meet- 
case, gave him full power, as Transfer Agent, to/ing would give the party receiving it no greater 
issue certificates to hi , 48 an individual, or tojor better right than its issue by Schuyler, as 





Schuyler was acting within the “ scope” of his au- 
thority, nay more, that he was performing the 
precise and only business he, as Transfer Agent, 
had todo, or could do with the community at 
large. The community was in no manner bound 
to know—it had no power or means of ascertaining, 
whether, in the performance of this legitimate 
business with them, he was violating his duty to 
his principals; they had given him the full power 
to issue certificates; they had in the most authen- 
tic and impressive manner invited and solicited 
the confidence of the community in him as their 
delegated representative ; and thus they emphati- 
cally declared that the consequences of his conduct 
were on them and not on those thus led on, and 
induced to deal with him. Strip this case of the 
irrelevant and idle discussion of the question as to 
to power of a corporation te issue stock beyond 
the amount authorized by its charter, and keep 
steadily in view the manifest and vital distinction 
between Schuyler’s duties and liabilities to his 
principals, on the one hand, and his legitimate 
powers as to the public, on the other, and the 
doubts and difficulties apparently surrounding 
this subject, disappear. The same act may be 
(and in this case is) grossly fraudulent as to the 
principals, and yet perfectly ona fide and valid as 
to third persons dealing with the agent. 

The liability of the principal for the acts of the 
agent, when acting within the “scope” of his au- 
thority, when performing the business embraced in 
and contemplated by that authority, is established 
by the uniform current of authorities, and has be- 
come a maxim, an elementary proposition in the 
law. We have seen that the issuing of stock was 
not only within the “ scope” of his authority, but 
was all, and the only business he was to dv or could 
do under that authority ; it follows inevitably that 
it can never be a question between the company 
and the dona fide holders of the stock issued by 
Schuyler, whether the issue exceeded or feli short 
of the authorized capital ; and it is a clear sophism 
to argue that there is any distinction between 
stock issued beyond or stock issued within the 
chartered limits; and yet great stress has been 
laid on the fact that Schuyler’s issues were in ex- 
cess of the capital. This has been relied on as 
the fatal defect, in the claim of the holders, where- 
as it scarcely requires argument to show that an 
issue within the authorized limit, might have been 
equally fraudulent, as between him and the com- 
pany, as an issue beyond it, and consequently that 
the fact of over-issue, per se, is in no sense mater- 
ial to the question betwecn the company and the 
present holders of the stock alleged to have been 
over-issued. 

The liability of the principal for the conduct of 
the Agent as above stated, is so well established, 
so repeatedly adjudicated in every variety of form, 
that it is a work of supererogation to cite authori- 
ties in support of the proposition; and I shall 
therefore limit myself to a reference to the well 
established doctrince as stated by one of the most 
eminent of American Lawyers and Judges, and 
whose authority will be not questioned. 

Judge Story, in his admirable treatise on agency, 
(§ 17) says that “‘a general agency exists where 
there is a delegation ¢o do all acts connected with a 
particular business vr employment,” and (§ 452) 
“ the principal is held liable to third persons in a 
civil suit for the frauds, deceits, concealments, 
misrepresentations, torts, negligences, and other 
misfeasances and omissions of duty of his agent in 
the course of his employment, although the prin- 
cipal did not authorize or justify, or participate 
in, or indeed, know of such misconduct or even if 
he forbade or disapproved it.” Authorities on 
this subject might be multiplied indefinitely ; to 
do so would be merely to make an idle parade of 
cases and to show a useless diligence in the search 
of digests and the abstracts of indices. No case 
has been, none can be, cited in behalf of the com- 
pany impeaching in the slightest degree the rule 
as above stated; and the cases that have been re- 
ferred to in their behalf for that purpose will, on 





the firm of R, & G, L. Schuyler. and such certi-| Transfer Agent. 
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examination, be found to wholly fail in affording 
them exemption from the operation of the rule so 
well and so correctly stated by Judge Story. I 
should proceed to analize and criticise those cas- 
es and to demonstrate how entirely they fail to 
sustain the principie they are cited to establish ; 
but that, easy as is the task, is quite unnecessary 
on this occasion, however suitable it may be on 
another. 

There is not, and necessarily there cannot be 
any distinction between corporation and natural 
persons as to the application of the rule. If there 
is any difference it is clearly against the corpora- 
tion, for while a natural person can act by and for 
himself, corporations can from their very nature 
and constitution act only by agents: ‘‘ Persons na- 
tural and artificial (corporations) stand in this re- 
spect on the same broad platform: each is under 
the same measure of responsibility: no less, no 
more. The natural person may contract and per- 
form personally ; the artificial person contracts and 
performs through its corporate functionaries. A 
corporation is compelled by the incorporeal nature 
of its essence to act by others.” ‘‘ Corporations 
are liable for the frauds and torts of their servants 
and agents done in the course of their employment 
in the same manner as individuals are responsible 
for the acts of their servants transacting their bus- 
iness.” Numberless cases on this point also might 
be cited; and multitudes of illustrations of the 
correctness of the general rule as above laid down, 
drawn from the every day business of life and in- 
telligible and convincing to the commonest under- 
standing, whether that understanding belong to 
lawyer or “layman,” might be introduced; but 
this would only be the endeavor to make that 
plain which is already too plain to admit of con- 
tradiction from any disinterested quarter. 

If the preceding views are not totally erroneous, 
and were there no adjudicated case on the sub- 
ject, the conclusion would of necessity follow, that 
the New Haven Railroad Company are liable to 
the bona fide holders of the Stock issued by 
Schuyler. 

But the exact question has been decided in one 
of the most important cases that ever came before 
a judicial tribunal in this or in any other country 
—a case involving one million anda quarter of 
dollars,—a case which was conducted on each side 
by the ablest Counsel of the land, among whom 
were John Sergeant on the part of the Plaintiffs 
and George M. Dallas on the part of the Defen- 
dants, two names standing among the highest at 
the American bar; a case in the argument of 
which twenty entire days were occupied, and in 
which every consideration of State pride, of local 
influence, of deep felt sympathy for friends and 
neighbors, were pressed on the Court with unsur- 
passed ingenuity and eloquence, and made to bear 
against the Plaintiffs. 

This was the case of the Bank of Kentucky 
against the Schuylkill Bank, and which will be 
found reported at large in Parson’s select Equity 
Cases, pages 180 to 269, above briefly referred to. 
This case was in every essential particular the ex- 
act counterpart of that which I am now consider- 
ing, and in no important respect is it possible to 
distinguish the one from the other, It was brought 
originally in the Court of Common Pleas of the 
First (Philadelphia) Judicial District of Pennsyl- 
vania, a Court corresponding in dignity and in 
jurisdiction with the present Supreme Court of the 
State of New York. Notwithstanding all the ad- 
verse influences under which the plaintiffs labored, 
the Court gave judgment in their favor, and there- 
by established every principle for which we now 
contend. They adjudicated, as a substantive and 
material part of the case, and an absolute pre-re- 
quisite to the plaintiffs right to recover, that a 
Corporation is liable to the bona fide holders of slock 
issued by its Transfer Agent in excess of its capi- 
tal; an excess which amounted in that case, as 
soap stated, to a million and a quarter of dol- 
ars, 

The judgment thus pronounced by the highest 
Court of original jurisdiction in the city of Phila- 
delphia was carried by writ of error to the Su- 


mate resort in that State, and corresponding with 
the present Court of Appeals in this. The case 
»was again elaborately argued by the same eminent 
counsel before that high tribunal, and on the 7th 
of March, 1849, the judgment was unanimously af- 
firmed, The case as decided by the latter court 
has never been reported; but in the original re- 
cord on file in the clerk’s office of the court in 
Philadelphia, it is stated, “that the judgment is 
affirmed for lhe reasons, among others, given by the 
Court below ;” thus showing the unqualified adop- 
tion of those reasons by the appellate court. A 
case of such magnitude thus argued and thus de- 
cided, sustained too as the decision is, alike by the 
clearest principles of law, and by justice and com- 
mon sense, will at all times be a prevailing au- 
thority, and will forever remain as a light and a 
guide to all other judicial tribunals, before whom 
the same questions may be presented. 

It cannot be amiss to embody here afew ex- 
tracts from the opinion of the Court in pronounc- 
ing judgment in that case, deciding as it does in 
favor of the holders of the stock over issued by 
Schuyler every material proposition for which 
they contend ; and establishing, for reasons which 
will successfully withstand the test of the severest 
scrutiny, the liability of the New Haven Railroad 
Company to those holders. The Court say: 
“While it is true that in making a regular transfer 
of the stock of the Corporation, the Corporation, 
and all its transfer agents, wherever situated, 
were required to receive the surrender and as- 
sigoment of the preceeding certificate from the 
holder thereof, it is not true that the purchaser of 
the Stock is under any obligation to see that such 
surrender is made by the seller. The obligation to 
surrender the old certificate is not a limitation on 
the power of permitting transfers so far as respects 
the Corporation. It isa provision intended for 
the security of the corporation. How then can it 
be pretended that a purchaser of stock has any 
obligation imposed on him to see to the surrendez 
of the oid certificate, when that is a matter for the 
interest and consequent supervision of the Corpor- 
ation itself. When he receives his new certifi- 
cate, has he not the right to assume that the Cor- 
poration has attended to all things in the transac- 
tion necessary to its own protection. Who con- 
ducts the preliminaries resulting in the issue of 
the new certificate? Why, the Corporation it- 
self, or what is the same thing, on this occasion, 
us Agent lawfully constituted for this purpose. The 
idea that the purchaser of Stock is to lose the proper- 
ty he has honestly paid for, because the Corporation 
has not done its duty-to itself, is unreasonable to the 
last degree. It would seem strange indeed to an un- 
sophisticated understanding, if sucha notion could be 
invoked successfully to save the Corporation from 
the results of its own misapplied confidence in a faith- 
less Agent. The true doctrine on this subject is that 
where one of two innocent persons is to suffer for the 
tortious act of a third, he who gave the aggressor the 
means of doing the wrong must alone bear the conse- 
sepuences of the act.” 

Again :—“ To the existing holders of these certifi- 
cales, the Corporation (the Bank of Kentucky) must 
reepond. whether the certificates were issued by 
the Philadelphia, New York, or any other transfer 
agency.” “The bona fide holder of every certificate 
issued by either of these transfer agents has a pecu- 
niary and direct claim against the Corporation, 
(the Bank of Kentucky,) either to be admitted as a 
Co-operator of the Bank, or, 1F THAT I8 IMPRACTIC- 
ABLE FROM THE BXCESSIVE ISSUE OF STOCK, TO BE 
COMPENSATED BY THE BANK FOR THE FRAUD PRAC- 
TICED UPON THEM.” 

Many more equally pertinent extracts might be 
made, but the above will suffice. It is not in my 
power to add by comments to the strength, the 
clearness, the convincing force and the pure justice 
of the doctrines thus deliberately declared by 
those distinguished tribunals of our sister State. 

I deem it scarcely necessary to allude to anoth- 
er very serious objection to the ground of non- 
liability assumed by the New Haven Railroad 





Company. I mean the utter impracticability of 





of the certificates of stock now outstanding’ are 


for over-issues. In some cases this probably may 
be done; but in multitudes it certainly cannot be. 
Thus, if A., 0 ‘fifty shares of stock admitted 
to be properly issued, and fifty alleged to be im- 
properly issued, sells the whole to B., to whom 
one certificate for the one hundred shares is de- 
livered; B. sells fifty shares to C., (and a certifi- 
cate is issued to him,) and fifty shares to D., (to 
whom also a certificate is issued,) does C. or does 
D. hold the stock lawfully issued? A sa 

answer to this question would require, I apprehend, 
a more scientific “book-keeper” than the world 
has yet produced, or will produce, so long as the 
intellect of man remains finite. And certainly 
this Company cannot contend for exemption from 
liability, when, from the nature of the case, there — 
is no rule by which their liability or non-liability 
can be determined.—Other instances might be 
mentioned, in which it would be equally impossi- 
ble to determine within which class the stock fell; 
but it cannot be necessary to enlarge on this 
point. 

I am strongly confirmed in the correctness of 
the opinion I now advance by its entire consonance 
to honesty and good morals. It is the beauty and 
the boast of the common law that its foundations 
are laid deep in inTEGRITY, that it is imbued with 
a strong and abiding sense of justice, and tolerates 
no cheat or deception :—These benign principles 
would manifestly be disregarded, and continued, 
if a principal is permitted to cast on innocent third 
persons the injuries consequent on the fraudulent 
conduct (fraudulent as to the principal) of his 
agent in the conduct of his (the principal s) busi- 
ness. These are principles too, which commend 
themselves instinctively to the conscience and to 
the approval of all disinterested persons. And I 
venture to say that there is no one in the commer- 
cial and financial circles of this metropolis who 
values his character for integrity and who stands 
impartial between these parties, who would not 
decisively reject the doctrine contended for in be- 
half this Railroad Company. 

Sir Mathew Hale, in his history of the common 
law (p. 51) says:—‘That the common law is the 
just, known and common rule of justice and right 
between man and man,”—and in another place, 
that “the guide for ascertaining the rule of the 
common law is the common reason of the thing.” 
In these sentiments I entirely concur; and on 
them the honest holder of the stock in question 
may safely rest their claims for indemnity against 
the Company. 

It cannot have escaped the observation of the 
most superficial and indifferent, that the ground 
assumed by the Company, if successfully main- 
tained, would materially injure the value of the 
hundreds of millions of stocks of corporations ex- 
isting in this country and held by persons in eve- 
ry condition of life-—No man could be safe in the 
possession of this species of property,its transfer 
would be seriously impeded if nut entirely check- 
ed; and financial evils and troubles would arise in 
ruinous abundance. I will not dwell on this 
point; its truth and its seriousness must be mani- 
fest to all. 

This opinion is already too extended. The im- 
portance of the case is my apology for its length. 
Its result is, that the New Haven Railroad Com- 
pany are liable to the bona fide holders of the stock 
over-issued be Robert Schuyler as their Transfer. 
Agent; and that as the holders cannot be admit- 
ted as co-operators of the Company in consequence 
of the excessive issue of stock, they are to bé 
compensated by the Company for the fraud prae- 
tised on them,” by the payment of such sums/as 
will fully indemnify them. 

It will be observed that throughout this opinion, 
I have used the terms “‘bona fide holders’’— “hon- 
est holJers,”—all entitled to apply to the Compa- 
ny for remuneration must be of that description. 
It is possible that there may be “holders” who 
have taken the stock under such circumstances as 
to render them legally ble with notice of 





Schuyler’s fraudulent uct; if so, they are 
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ers” and would not be entitled to indemnity. 1),uch person. Laws of 1844. 





do not know, nor have I heard of any such case ; 
and I mention this matter merely to show that 
the terms “‘bona ? and “honest” have been 
used by me intentionally and carefully. 
CHARLES P. KIRKLAND, 
Jauncey Court, 89 Wall street. 
New Yors, October 14th, 1854, 





Journal of Raijroad Law. 
THE RIGHT OF LAYING RAILROADS IN CITIES. 

The Courts of Ohio as well as those of our own 
State seem disposed to look with favor upon City 
Railroads. The subject was lately discussed in 
the Superior Court of Ohio, at its General Term, 
in the case of Sargeant vs. the Ohio and Mississip- 
pi Railroad Company. A petition had been pre- 
sented to enjoin the defendants against laying 

> their track on West Front street, Cincinnati,, as 
authorized by the City Council of that city. 

The Court held that the City Council had full 
authority to grant the privilege in question, and 
that they were the proper judges as to whether it 
was expedient so to do. And, although the or- 
iginal grantor of the street, may have dedicated it 
to the public, for the purpose of an ordinary tho- 
roughfare, still the City Counsel were noi preclud- 
ed from appropriating to a new use, provided the 
new use was just and proper in itself and nowise 
inconsistent with the use originally contemplated 
by the party who had ceded the land in question, 
to the city of Cincinnati. The grant which the 
defendants had obtained from the City Council did 
not secure them any exclusive use of the street, 
but only a privilege of tracks, which as it was 
shewn by prvofs, rather improved than injured the 
road as a highway. In other cities railroads had 
been found conducive to public convenience, and 
the Common Council had the power to authorize 
them at their discretion. Injunction denied. 


DAMAGES FROM THE DEATH OF A PARTY INJURED BY 
A RAILROAD CAR. 

The Superior Court of our city, last week tried 
the vigorously contested case of Becker agavnst 
the Third Avenue Railroad Company, in which no 
little difficulty was experienced in determining 
whether the fatal injury sustained by the party 
whose death on the Railroad gave occasion to the 
action resulted from the negligence of the deceas- 
ed, from that of the defendants, or from that of 
the deceased and the defendants together. The 
question of damages was also very fully discussed 
in connection with the following statutory provi- 
sion by which, in our State, actions for recovering 
compensation for death caused by the wrongful 
acts of Railroad agents is regulated. 

“Every such action shall be brought by and in 
the names of the personal representatives of such 
deceased person, and the amount recovered in 
any such action shall be for the exclusive benefit 
of the widow, and next of kin of such deceased 
person, and shall be distributed to such widow 
and next of kin of such deceased person, in the 
proportion provided by law in relation to the dis- 
_ tribution of personal property left by persons dy- 
ing intestate; andin any such action the jury 
may give such damages as they shall deem a fair 
and just compensation not exceeding $5,000 with 
reference to the pecuniary injuries resultiug from 
such death to the wife and next of kin of such de- 





Slosson, Justice, charged the jury, that the plain- 
tiff could not recover if the death of the party jn- 
jured had been occasioned either wholly or in part 
by his own negligence. - And also, in order to as- 
certain the appropriate amount of damages they 
must inquire solely how far the bereaved family 
has been pecuniarily injured by the death in ques 
tion without in any way taking into consideration 
the grief or the loss of society to which it had 
subjected them. The jury should also consider 
that the children of the deceased had attained an 
age and capacity which relieved them from de- 
pendence on paternal support. and this fact must 
materially affect the question of pecuniary dam- 
age. 7 

The jury rendered a verdict for six cents for 
plaintiff. 


INFRINGEMENT OF VESTED RIGHTS BY A COMBINA- 
TION OF RAILROAD COMPANIES. 


Boston and Lowell R. R. vs. Boston and Maine 
Salem and Lowell, and Lowell and Lawrence 
Railroads.—This was a bill equity by which the 
plaintiff corporation seeks to enjoin the defendant 
corporations from combining certain sections of 
their roads, so as to form a continuous line of 
travel from Boston to Lowell, for the purpose of 
transporting passengers and merchandise without 
change of cars. The defendants filed a general 
demurrer. Chief Justice Shaw delivered the opin- 
ion of the court, which was substantially as fol- 
lows: The plaintitf Corporation was chartered 
June 5, 1830, to construct a railroad from Boston 
to Lowell. By section 5, a toll was granted, for 
the sole benefit of said corporation, upon all pas- 
sengers or merchandise conveyed, at such rates 
as agreed on by the directors, with the provisio, 
that at the expiration of four years, and every four 
years thereafter, if the profits exceeded 10 per 
cent, the Legislature might alter and reduce the 
tolls. By section 7, the Corporation was held to 
pay all damages for land taken for the road.— 
Section 12 provided that no other railroad, within 
80 years, leading from Boston, Charlestown, or 
Cambridge to Lowell, or from those places to any 
place within five miles of the northern termination 
of said B. and L. Railroad, should be made ; pro- 
viding (amoug other things not now material to 
be considered) that the Legislature, after the ex- 
piration of 10 years, might purchase said road up- 
on certain conditions set forth in the act. 

This was one of the earliest acts, and the power 
supposed to be necessasy was granted in very gen- 
eral terms. The restrictions were not so great 
then as at present. The plaintiffs in their bill 
proceed to aver that they accepted the charter 
and constructed the road for the carrying of pas- 
sengers and merchandize ; that they have an in- 
terest in the just and reasonable gains and profits 
of their road, and so they ask that the provisions 
of section 12 in their favor may be enforced. The 
bill then sets out the several acts by which the de- 
fendants were incorporated, and alleges that by 
the construction of nearly parallel lines between 
Boston and Lowell, through Charlestown and oth- 
er places, their property has been injured and 
their chartered rights infringed, That the defen- 
dants arranged to carry passengers and merchan- 
dize from Boston to Lowell,—advertised their route 
as the railroad route between these cities—sold 
season tickets and tickets in packages,—engaged 
agents to decry the plaintiffs road and induce pas- 
sengers to go upon their road, &c.,&c, The plain- 
tiffs further allege that in addition to what they 
have already done, they now propose to run entirely 
through without change of cars, and aver that 
they will be injurious to their rights. The, plain- 
tiffs ask for an account of tolls, &c., pray for dis- 
covery, account and relief, &c. By agreement of 
parties the case will be determined as if a supple- 


‘the construction of the several acts of the Legis- 
lature, incorporating the several roads. 

The main question is, what are the rights of the 
plaintiffs under their act of incorporation? ‘ This 
was one of the earliest acts concerning railroads, 
and there was no little foresight of the nature of 
railroads that they were regarded as Iron Twrn- 
pikes, upon which any person could travel with 
his car, subject to rules, &c., and the directors 
were authorized to erect tollhouses, establish 
gates, appoint toll gatherers, and demand toll upon 
the road. When the Western railroad was char- 
tered this had been found to be impracticable, and 
for the purpose of preventing frightful collisions, 
the legislature placed the number and use of cars 
under the entire control of the directors. It is 
obvious also that the legislature had no idea of 
the cost of such a road, whether $500,000 or $1,- 
800,000. Under such circumstances, it would be 
natural for the legislature to offer such terms as 
would induce capitalists to embark in such an un- 
tried enterprise. The directors were authorized 
to prescribe tolls, subject to the limitation of 10 
per cent. profit; this was an extraordinary power. 
In construing this act, we ought to bear in mind 
the time when it was passed, and consider the 
whole and all its parts. It is a contract between 
the legislature and the undertakers, and the terms 
they used makes vhe bargain between them. That 
the authority to construct a railroad from Boston 
to Lowell, was regarded as a public and nota 
private contract, is evident from the grant to take 
private property in its construction, which can 
only be done for public uses. The corporation 
are said to be the owners of the road, and so they 
are in a certain sense, but it is to be regarded as 
a public road. In no other view, could the Legis- 
lature authorize them to take private property— 
not if they were a private corporation in the sense 
that a Bank is private. Turnpikes are held to be 
of the same public nature, so that itis not in the 
power of the corporation to determine who shall, 
or who shall not use their turnpike, provided they 
(those who use it) comply with the rules estab- 
lished. It is-evident then that this is a public 
corporation, and at the time of the charter, it was 
also evident that a large amount of capital would 
be required. How were the owners of this capi- 
tal to be reimbursed? By taking toll, and this 
is a public right—it is one of the indicia of public 
franchises. 

We come then to the section upon whicn the 
stress of the argument is Jaid—the section by 
which grants to other railroad,s are restricted. It 
was the whole act—all its liabilities and all its 
rights—which was to determine the petitioners to 
accept or to reject it. They were not bound by 
it until they accepted it. The first act in 1792 
which incorporated the West Boston Bridge made 
it a condition of their charter and right to take 
toll, that they should pay a certain sum or pro- 
portion to Harvard College. It was supposed that 
this would be so onerous that it was not accepted 
until a second charter relieved them so that they 
were only to pay such sum in connection with the 
Charles River Bridge. In the present case, the en- 
hanced value of the road from its exclusive right to 
run between Boston and Lowell, was a part of the 
contract between the petitioners and the Legisla- 
ture. We must now consider the situation of the 
parties to this contract—the subject matter, legal 
effect and operation of the contract. It was made 
between the government and its subjects, putting 
certain restrictions upon the power of the govern- 
ment. It was a stipulation that no similar grant 
should be made by the Legislature. This is said 
to be ap executory contract; but in some sense it 
may be both executed and executory. So far as 
it is a present grant it is executed; so far as it 
gives further rights, it is executory. The same 
may be said of a deed of real estate. The same 
rule holds with government as individuals, as was 
decided by the 8. C. U. 8. in the case of the sales 
of land by Indians in Georgia, which was held to 
be a contract. A contract made by statute has 
the same solemnity acd effect as a grant of ex- 
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act no other direct railroad between B. and L. 
could be made under the authority of the Legis- 
lature, having already granted all their powers to 
this effect. In the Charles River Bridge and the 
Warren Bridge, it was held that the charter gave 
exclusive right to the travel: but it was to some 
extent, a question of fact as to what was the line 
of travel. The act by which the plaintiffs were 
incorporated intended to bind the hands of the 
Legislature from authorizing any other parties 
taking the same toll, provided they complied with 
section 5, and also provided the Legislature might 
purchase. That section (5,) gave other parties 
the right to enter said road, but upon condition 
that they pay such tolls as were demanded. It is 
manifest that this restriction was for the benefit 
of the corporation. If purchased by the Govern- 
ment then the Government had the control of the 
right again. We think, then, the Legislature in- 
tended to grant an exclusive right, to some ex- 
tent, for the term of 30 years. Have the Legis- 
lature a right to make a law which shall bind 
their successors? Within reasonable limits we 
think they may make grants binding them and 
their successors. They may make laws, but it 
does not follow that they may repeal contracts 
which are binding on people. This is well sup- 
ported by reason and authority. A grant of land 
is generally in the form ofa daw, but still it isa 
contract ; and the legislature has no right to re- 
peal it. The constitution of the U.S. imposes 
that restriction on Legislative power. The case 
f the Piscataqua Bridge, 7, N. H. Reports, is in 
point; so Livingston v Van Ingen, 9 Johnson R. 
Within reasonable limits, the legislature has a 
right to limit the public rights. This is recogniz- 
ed in the case of Chas. R. Bridge v. Warren 
Bridge. In that case there was a question of 
fact, whether the Legislature had granted an ez- 
clusive right. It was not doubted, that the Legis- 
lature might grant toll on the travel for limited 
recompense for the risk, expense and trouble. In 
such cases, it is evident that both parties have 
this in their minds. In the vast variety of acts 
passed, it has been considered as binding between 
governments and subjects. But how binding? 
Not that the government can be used —but binding 
in honor and good faith. In so many instances 
have the legislature been called to modify char- 
ters, that it is now generally provided that the 
legislature may alter or modify. 

The Legislature has the right to take property 
by the right of eminent domain. It has right be- 
cause it is necessary to its existence. But this 
right does not interfere with the rule that it can- 
not repeal or imyair contracts. This year, the 
Legislature grants land; this year, it may resume 
it—but it must pay for what it takes, and so does 
not revoke its grant. The right to exercise this 
right of eminent domain is undeniable, but the ex- 
ercise of power is coupled with the obligation to 
pay. This the bill of rights requires—that is, 
that Government make adequate compensation.— 
How? It is not for the government to say we 
will estimate—will take $10,000 and estimate it 
at $1000. This was held in one of the earliest 
cases—the case of the bridge across the Merrimac 
at Haverhill. The act by which the property was 
taken made no provision for a jury to estimate 
the value, but appointed commissioners of its own 
choosing. The grant was held to be void because 
there was no jury called to estimate the value of 
property taken. We see no reason why personal 
property as well as real—intangible as well as tan- 
gible—or even choses in action—may not be taken 
under this right, provided compevsation be made; 
Vide the case of Dixon v. West River Brige, of 7 
Howard R. where the Commissioners laid out a 
road over a corporate bridge. This was held to 
be a violation of contract, but the case recognizes 
the right to take the franchise by the right of em- 
inent domain. ; 

But in the several acts passed in incorporating 
the defendant corporations, did the Legislature 
intend to exercise its right of eminent domain 


tg taking the franchise of the plaintiffs? We think 
not, 
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It is said that if the defendants have done as is 
alleged, they have acted under the act of 1852, 
and so that the plaintiff's remedy is in : 
and not by injunction. If they are acting right- 
fully, under the authority of the Legislature, ex- 
ercising its right of eminent domain, then dama- 
ges are to be applied for. It is said that under 
the several acts of the Legislature, they have uni- 
ted to form a single road, and that the taking of 
the plaintiff's property under these acts is an ex- 
ercise of the right of eminent domain by the 
government, and so the remedy is by damages. 
But it is a question of the intention of the Legis- 
lature to exercise this right. This is no contract 
that the Legislature may exercise this right, and 
if it take by that right without compensation, 
such an act is simply void by the Bill of Rights. 
If this right is not exercised, then no right is given 
and no damages can be claimed. The act of 1852 
says the respondents may enter plaintiffs’ road 
according tolaw. Now the 12th section of the 
plaintiffs’ charter provides the terms upon which 
the respondents may enter. That is the law ac- 
cording to which they may enter. The act ex- 
pressly negatives the right of the respondents to 
take or impair the rights of the plaintiffs. 

We think the plaintiffs obtain some just rights 
to the exclusive use of a continaous railroad from 
Boston to Lowell. The result is, that the respon- 
dents have no right to run a continuous road un- 
‘ler an agreement to share profits, by one contin- 
uous train from one terminus to the other—to ad- 
vertise to take passengers in such manner—or to 
issue tickets for this course. The plaintiffs are 
entitled toa decree, which must be drawn with 
care. Demurrer overruled. 





The Management of English Railway Pro- 
perty. 

If one man in the same station of life, and hayv- 
ing to sustain like charges, possess a much larger 
income than another, and yet is constantly in dif- 
ficulties, while the other is in affluence, we have 
no doubt as to the cause of his misfortunes—mis- 
management. He may be extravagant or ambi- 
tious to unduly enlarge his possessions. In some 
way he mismanages. ‘ 

The English railways have a much larger income 
per mile than the French, and yet their dividends 
are much smaller. 

There is but one cause for the marked superior- 
ity of the French railways considered in a divid- 
end point of view. Management expresses the 
cause of difference. The French railways are 
managed commercially well; the English badly. 

In France they treat a railway as a commercial 
undertaking. The first question is its capital cost ; 
the next its revenue, working expenses, and pro- 
fit. If it is not very clear that the annual profit 
will bear a good per centage of the capital cost, 
the project finds little favor at the hands of the 
French Government and speculators. The busi- 
ness of railways generally is naturally so excel- 
lent that it is seldom the highest estimate of traf- 
fic is not fully borne out. The rule that the ac- 
tual traffic exceeds the estimated in the first, 
second, or third year, and afterwards goes on in- 
creasing as if the nature of it were perpetual 
youth, forever progressing towards, but never 
reaching maturity. The expansive properties of 
railway traffic has in no case, not on the oldest 
line, yet reached a limit. Half-year upon half- 
year, and year upon year, it rises; and the older 
a line gets, the more evident are its unbounded 
powers to expand its trade. This year there shall 
be a Great Exhibition; the traffic rises to an un- 
usual extent. In the next shall come war and 
cholera, but though the traffic be depressed, it 
will yet overtop to some extent the traffic of the 
preceding year ; while the succeeding year’s traffic 
shall advance greatly on the second year’s. Cir- 
cumstances may occur to unusually raise and de- 
press, causing some irregularity, but still the 
course is universally upward. We know of no ex- 
ception. The calculations of the French, like 
those of the English, are amply sustained in the 
traffic department, It is in the capital account 
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the French manage so much better than we. They 
are more careful in this most important respect. 
Gold may be purchased too dearly, and a railway, 
however rich its traffic, may be made at so high a 
cost as to preclude the possibility of a remunera- 
tive return from it in the course of the present 
generation. French railways seldom exceed their 
estimated cost, and they are, in the second place, 
generally so judiciously selected, that much of the 
heavy work too often noticeable in England is 
avoided. Like ourselves, the French are not 
without dare-devil engineers who would rather 
tunnel through the backbone of England than lay 
the rails on an even surface, but inasmuch as they 
look more to cost, their dividend-destroying incli- 
nations are restrained. It is with them a principle 
of action to build to pay as well as to show the 
world the genius in works of art they possess. A 
glance at the cost of railways, as stated in our 
traffic table, will show that the French trunk lines 
cost about £25,000 per mile, while ours cost £50,- 
000. Had they half our traffic per mile, the per- 
centage of working expenses, being as it is about 
the same, they would have the same amount of 
dividend. They enjoy traffics much more than 
half ours, but not as much, mile for mile. Con- 
sequently, they return considerably higher divid- 
ends. In England we have one solitary instance 
of a trunk line costing about the French average, 
namely, the Lancaster and Carlisle, which has 
cost £22,000 per mile. The traffic of this line per 
mile falls very far short- of that of the London 
and North Western, Great Western, and other 
trunk lines in England, but its capital cost per 
mile being less than half that of the trunk lines 
named, accounts for its dividend being 8 per cent. 
per annum, while the dividends of the lines of 
larger traffic are 5 and 4 per cent. per annum. 

The English railways have not been managed 
commercially well. Their managers have general- 
ly taken a higher flight, and directed the affairs 
of a company according to a certain policy as ad- 
mirable for acquiring increased territory as it is 
deplorable for reducing dividends. The old Lon- 
don and Birmingham line used to pay 10 per cent. 
per annum; the Grand Junction, 10 per cent. ; 
the Liverpool and Manchester, 10 per cent.; the 
York and North Midland, 10; the Berwick, 9; the 
Great Western, 8, &c. Notwithstanding the er- 
rors of the English system, our railways paid ad- 
mirably after a few years’ opening. The costly 
injustice of Parliament, the robberies of Jand- 
owners, the long bills of lawyers, the follies of en- 
gineers, the frightful prices of contractors, the 
jobbing of speculators, were all covered, in addi- 
tion to the fair cost of a line. 

The dividends were, as we have said, 10 and 8 
per cent. on the full cost. At length, however, 
the speculators and projectors began their work 
of introducing new lines wholesale; the Directors 
of the old Companies being both weak and am- 
bitious enough to fear the competition of such 
lines, and to be desirous of grasping an increased 
territory ; and Parliament was wicked enough, or 





-80 ill-judged, as to aid and abet the speculation, 


extracting at the same time from the railway Com- 
panies new concessions for the public. Thus 
branches and extensions, three or four times as 
long as the trunks, poor in traffic, but nearly as 
costly, were made, purchased, or guaranteed: 
amalgamations commenced; competition raised 
its spiteful head; millions were spent in parlia- 
mentary warfare ; and dividends fell to 5, 4, 3, 2, 
and 1 percent. Some Companies, such as the 
York and North Midland, which formerly paid 10 
per cent. during many years, ceasing to pay for a 
time any dividend whatever, and is now paying a 
miserable dividend of 214 per cent. 

The Companies wasted millions of ready cash 
in Parliament to purchase and obtain lines that 
inflict annual Josses on them. They burnt the 
candle at both ends. Except the Lancaster and 
Carlisle Company, the companies generally pur- 
sued’ this course. We may cite a case rece 
brought prominertly before the public, but it is 
only one case out of hundred. Read a aph 
in the present Séath Hastorn Divegten’ Repeet eer 











“Large sums have already been lavished in 
moting losing branches and lines, entailing a heav 

at reduction of your (the Shareholders’) 
dividends, and your parliamentary and law expen- 
ses for nine years, from 1845 to 1858, amounted to 
£479,711 7s. 11d., averaging the enormous sum of 
£53,301 per annum, exclusive of the cost of con- 
veyance of land, which are merged in the land 
accounts.” Now, what did this parliamentary 
and law expenditure by one English Railway Com- 
pany, amounting to the enormous sum of £479,711, 
purchase? Why, it purchased a host of heavy 
losses. The South Eastern Company lose £108,- 
000 a-vear from their guaranteed branches, besides 
more fur other undertakings, the subjects of life 
and death contentions in parliament. The South 
Eastern paid before the era of their successful, 
but expensive campaigns in parliament, dividends 
of 6 per cent. per annum, and 6 per cent. is a re- 
munerative rate. But in this day of enjoying the 
fruits of their parliamentary labors, what do they 
pay? Six percent.? No. Last year the divid- 
end was 814 per cent.; this year it may be raised 
to three and a-half (34) per cent.!! That is the 
result. And yet, ever since the 6 per cent, divid- 
ends were paid, the revenue of the old line, which 
yielded the 6 per cent., has been largely increas- 
ing. The financial history of the South Eastern 
is but a page in a large book, telling the same tale 
over and over again of nearly every Railway Com- 
pany in England. 
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Caution. 

As we understand a man named Crawford has 
been presenting bills to several of the advertisers 
in the Journal, purporting to emanate from this 
office, and to be for sums due the Journal, we 
deem it our duty to put our patrons on their 
guard. 

Monies due this office should be paid to no one 
outside the office except the editor, proprietors, 
or Mr. N. Davinson, their business agent ; or some 
person showing their written authority to receive 
them. 





. The ‘Times.’ 

The condition of monetary affairs, contrary, we 
are sorry to say to what appeared to be a reason- 
able expectation, do not materially improve ; and 
although there is some recovery in the market 
price of securities from the lowest point of their 
reeent depression, caused to some extent by a feel- 
ing approaching a panic,securities, in the soundess 
of which no flaw can be picked, are selling all the 
way from 15 to 30 per cent. below the standard of 
ordinarily easy times, and such whose value is in 
any way bypothetical, cannot ke sold at any price. 
As a necessary consequence railroads are in great 
want of money, which is kept at very high rates 
by their necessities. The stringency thus created 
reacts upon the commercial classes, who suddenly 
find trade in all its branches, reduced to nearly 
one-half of its former bulk by an almost universal 
curtailment of purchases, particularly of luxuries, 
and bythe discontinuance,as far as possible,of work 
upon all our public improvements. Capital is 
scarce, business very dull, and confidence in al- 
most every kind of investment wanting. To ag- 
gravate the present state of things, the public 
mind is kept in constant anxiety and alarm by new 
developments; by failures or peculations, the re- 
sults of overtrading, and overliving, which are al- 
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pro- | most daily taking place, and indicate that 
¥ | some time must yet elapse before the current of 


business affairs shall again run clear. 

The present condition of affairs in this country 
is peculiar, because the depression of railroad 
securities, for instance, is not that we have in the 
whole built more railroads than are needed, or 
that these works are not productive; but because 
the accumulated, or available capital of the coun- 
try is not adequate to the opportunities for in- 
vestment. Now, it would naturally be supposed 
that railroads by opening an outlet to the farmer 
or planter would, by increasing vastly the value 
of their products, increase in a like degree the a- 
bandance of capital,or of money, its representative. 
Such would be the case, did the influence of 
railroads stop here. But assuming that a railroad 
pays for itself in a given number of years, in the 
manner stated, yet immediately upon its opening 
it creates a demand for capital three or four times 
exceeding its cost. To see how it does this, a 
person has only to travel over any new work. The 
development of whatever resources the route pos- 
sess immediately commences, calling for machi- 
nery and labor, in many cases to an immense ex- 
tent, and creating a demand for capital that never 
would have existed but for the road. Suppose a 
road penetrate a district abounding in iron and 
coal, upon an acre of which a million of dollars 
perhaps may be well expended. If through an 
agricultural section, it may stimulate the produc- 
tive capacity of such district, involving treble the 
former outlay. No matter what the character of 
the country, the fact is the same. It must be 
borne in mind that this is an undeveloped country, 
and where to day is a wilderness, in a year from 
this tinie may be the seat .of a large, active and 
flourishing commercial, or manufacturing commu- 
nity. In addition to the demand for capital cre- 
ated by causes stated, the cost of our railroads, 
which keeps pace with their earnings, increases 
with extraordinary rapidity, aggravating the de- 
mand for money for the objects described. 

The present abundance of securities and their 
low price, is not the result of the over-construc- 
tion of railroads in the same sense as we under- 
stand over-trading, or over-manufaciuring, or the 
over-construction of railroads, of which England 
furnishes an example. Our railroads are well 
enough in themselves, but we want something be- 
side, We have expended so much of our capital 
in them that we have not enough for those enter- 
prizes or objects to which railroads give birth. 
Our progress has to acertain extent been one-sided. 
We have not sufficient capital to make it a harmo- 
nious one. Had this been sufficiently abundant, 
prices of railroad shares and bonds would have 
been maintained, but which are now sacrificed to 
meet the pressing calls caused by the construction 
of our roads. 

We think this explanation of the existing state 
of affairs is sustained by the fact, that our rail- 
roads in the aggregate, are earning a fair income 
on the cost; that there are a few lines whose con- 
struction in themselves is not proper ; and by the 
fact which is apparent without argument, that 
every railroad creates an immediate demand for 
capital three or four times greater than its cost. 
The cause of the present demand for capital and 
of low prices is not that this capital has been 














wasted, or injudiciously expended. Had it been 
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wasted, then it would not have been followed by 
the sequences which we now witness. The demand 
it creates shews it to be alive and active. 

The cause being explained, the remedy for hard 
times, and low prices is plain—it is more capital. 
Thé State of Ohio has expended something like 
$75,000,000 in railroads. She now has a pressing 
necessity for three times this sum to meet the 
wants that railroads create. Look at the astonish- 
ing increase of Cincinnati, Cleveland, Columbus, 
Dayton and other towns; an increase due mainly 
to railroads, and see what an immense expenditure 
such increase involves. Look at any part of the 
State and see how production is stimulated, the 
new accommodations that are required to meet 
the increasing volume of business; steamboats, 
warehouses, lands, rolling stock for railroads, &c., 
&c. This new demand has raised the use of mo- 
ney to two per cent. per month throughout the 
State, which without railroads would have been 
a drug at 7, the ordinary rate of interest. This 
demand will continue, and with it a depression of 
securities, till the wants of the people are supplied 
by the creation, or importation of an amount of ca- 
pital equal to existing wants. 

While the present stringency in the money mar- 


ket, and low prices of securities,is satisfactorily ex® 


plained without impeaching the general condition 
of the country, or the extent to which our public 
works have been carried, there is no doubt that 
certain evils, or excesses have grown out of the 
rapid progress of our railroads which a state of 
affairs like the present was necessary to disclose 
and correct. Over-trading was stimnlated by the 
sudden increase in the ordinary volume of trade, 
due in part to the business developed by our 
roads, and to the enormous suths expended in 
their construction. These expenditures have to a 
great extent ceased. The demand for capital 
operates to check the consumption of luxuries, 
consequently the preparation of the mercantile 
classes for an enormous increase of business has 
not been met. To a greater or less extent country 
traders, we think, have been led to invest a portion 
of their means in real estate speculations. A 
certain amount of improvidence, too, in the ex- 
cessive feeling of confidence which prevailed, 
crept in to the management of our railroad com- 
panies, which as it comes to light, is exerting a 
depressing effect. The offspring of prosperity is 
adversity. We have to be chastized into good con- 
duct, and we are now in some degree paying the 
penalty for a period of good fortune of unexamp- 
led continuance. 

With these views, but with a sincere desire to 
look at things as they are, we do not see arything 
in the present state of affairs to impair confidence 
in our railroad enterprizes. We think that they 
will in the main be as productive as it was sup- 
posed they would be. Prices may continue to be 
depressed for the causes stated. Railroad compa- 
nies from the difficulty in borrowing, may be com- 
pelled to expend earnings in consiruction, but the 
remedy is a healthy and natural one, and is help- 
ing railroads as much as the general condition 
of business affairs. When it has worked out its 
cure, it will give a strength and value to our roads 
which they never before possessed, while its ap- 
lication will correct evils and mistakes, that with 
an apparent, but fallacious prosperity, might have 
proved ruinous to the whole system. There is 
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therefore rating in the presérit state of affairs to 
create distrust but everything to inspire confid- 
ence. The necessary correctives are being steadily 
applied, though it may yet require some little time 
to have their effect seen. 





Why State and City Securities are too low: 

The securities of several of the States, and of 
some of our leading cities are very much depres- 
sed at the present ‘tifne, for no other cause than 
the indiscreet manner in which they have been is- 
sued. There is certainly no reason even in these 
times, with a plethora of securities upon the mar- 
ket, why the six per cent. bonds of such States 
as Virginia and Missouri should be at a large dis- 
count, or of such cities as Pittsburgh, 8t. Louis, 
Louisville, Philadelphia, New Orleans, and Mil- 
waukee, &c., &c., should be from 10 to 20 per ct. 
below par. The securities of such cities are usu- 
ally beyond the infiuence of hard times, or periods 
of distrust, the tendency of which. is often to in- 
crease the value of what may be considered un- 
questioned. The depreciation of all the securities 
named, is chiefly owing to their indiscriminate 
issue to parties who have no particular in- 
terest, nor means of maintaining their value. 
There is a sufficient demand for such securities, 
properly managed, at the present time, to keep 
them at par, and most of them at a premium, and 
they will in time recover these figures. Had the 
States or the Cities themselves undertaken the 
sale of their securities, there would have been no 
difficulty in keeping up prices, because if they 
cannot be had at -less rate the public will take 
them as readily at par, as at 85. But they are 
now issued to railroad companies. Tuese again 
pay them out to contractors, who being in want of 
money, and having a large margin for profit, sell 
on the spur of the occasion for what they can get. 
In this way any uniform standard of value is de- 
stroyed, the market quotations depend upon the 
necessities of every petty holder who may sell at 
a discount of 20 per cent., and still make a profit 
on his contract. Competent parties will not be- 
come the purchasers, nor undertake the sale of 
large parcels over the price of which they can ex- 
ercise no control. The result is that these securi- 
ties become a mere football in the market, to 
which every body gives a kick, and none it 
chase, save at enormous shaves. 

No State, nor municipal body, should on any 
account, hand over to railroad companies, nor 
contractors their bonds, but should always pay in 
cash the amounts of their subscriptions for the 
reason that they can maintain the value of their 
securities, by selling them only at their value and 
in such quantities as the market will take. It 
would be thought the height of folly for a State to 
employ contractors to sell their bonds, when the 
money was to be used for ordinary municipal 
purposes. Still this is done every day when such 
State is as directly interested in the result. All 
such practices ought at once to be discontinued, 
otherwise prices will remain at a ruinously low 
figure. 
Pittsburgh, St. Louis and Louisville ought in the 
present State of the money market, to command 
par. yet they can be had at a trifle over 80. Mis. 
souri sixes are also very much depreciated from the 
causes stated, while even those of “old Virginia” 
at going at 95. 


We trust that the evil is only to be pointed Patt 
to be remedied. We are glad to be able to state 
that a movement is being made by the railroad 
companies of the State of Tennessee, who will 
soon come into possession of the bonds of that 
State to the amount of some $10,000,000, for the 
placing all the bonds issued into the hands of com- 
petent parties, and not to allow them to come 
through various channels, in small lots, upon the 
market. By so doing they can probably keep the 
bonds at a premium, while without such union 
and concert of action, they will certainly fall to 
90, if not to a lower figure. When we see six per 
cent.’s of such a city as Philadelphia selling 
at little over 90, we want no better evidence of 
bad management somewhere. In fact, no incon- 
siderable amount of the depreciation of most of 
our securities is owing to the improvident and un- 
skilful manner in which they are brought out and 
disposed of. 





Lowell Machine Shop. 

Lowell, Mass., has long been famous for the ex- 
cellence of its manufactures of machinery. Origi- 
nally, the machinery for the manufacture of cot- 
tons and wollens in the mills at that place was 
imported from England, but in avery few years it 
was found that superior machinery could be 
turned out of the shops belonging to the Corpora- 
tion. Many improvements were introduced and 
Lowell was soon as widely known by the efficien- 
cy of its machinery as the superiority of its mus- 
lins. The pioneer in the manufacture of machin- 
ery was the Lowell Machine Shop. This estab- 
lishment was commenced by tbe proprietors of 
Locks and Canals on Merrimack River in 1824 for 
the purpose of building cotton and other machin- 
ery for the use of the factories erected by them in 
this city. In 1834 they commenced building lo- 
comotives for the use of the few railroads the 
built and being built in New England and other 
parts of the country. These locomotives, although 
they would be now considered of a very small 
class, having mostly cylinders of 11 or 12 inches 
diameter and 18 inches stroke, were very success- 
fal and proved to be very serviceable. In 1845. 
the manufacturing companies of this city having 
purchased all the water power of the “Locks and 
Canals,” the machine shops and foundry were sold 
to anew company which was incorporated with 
the title of ‘‘ The Lowell Machine Shop.” This 
company has a capital stock of $600,000 and suc- 
ceded the “‘ Locks and Canals” Co. in the business 
of building locomotives, machinists tools, cotton 
machinery &c., &c. The Treasurer and general 
Agent is J. T. Stevenson Esq., whose office is at 
No. 8 Tremont St., Boston, the Superintendant at 
Lowell is W. A. Burke. About 900 hands have 
been employed the past year in the shops and 
foundry. The locomotive shop is under the im- 
mediate direction of Mr. 8. F. Gates who is thor- 
oughly conversant with all that pertains to this 
part of the business. The machine shop is under 
the charge of Mr. A. Moody, and foundry under 


The six per cent. bonds ef the cities ofithat of Mr. A. Peavey. About 3600 tons of cast- 


ings are made annually in the foundry, about 2400 
tons of which are required for the use of the loco- 
motive and machine shops. The facilities and 
means for building locomotives and machinery 
are equal to those of any other establishment in 





this country. 








The first railroad that will tephra 
California, is one with the above title, commenc- © 
ing at Sacramento and running west toward the 
gold region. The section now under contract is 
from Sacramento 22 miles to Negro Bar, on the 


south side of American River. The characteris- 
tics of its route, cost, prospective income, &c., 
&c., will be seen from tke following abstract of 
the report of the Chief Engineer recently made to 
the Company. 

The route to Negro Bar is very favorable, lying 
over open, and nearly level prairie. The principal 
earth work will be embankment of from 3 to 5 feet 
high, and in one or two instances 12 feet, 

In the estimates of the construction, labor is 
put down at $3 per day, freights from New York, 
locomotives, &c., at $25 per ton. The following 
summary is for twenty miles. It does not include 
the bridge over the American River, nor, as we 
understand the report, the cost of the road with- 
in the city limits of Sacramento, viz : 


NEE cic cces coer toes + npee.psce.4o eee 
ONS 6 6 5°50 CH ata Boa ade Seen 11,500 
Structures of wood .................,. 10,800 
Superstructure .... .... 0+. .eee sees +. 285,076 
IONE conan. coab ahes.oe o0,caediiniées 81,550 
Buildings... .... 0.2. sees coos cee veee 44,000 
Engineering and Superintendence aetens 20,000 
Sand Damages and Fencing... 56,075 
Contingencies .... .<.. sss. sc0+ seve sees 50,000 
$660,000 ; 


or, $33,000 per mile, fully equipped and in ran- 
ning order. 

In relation to the prospective income of the Yai 
it is stated that the counties of Sacramento, El 
Dorado and Placer among the most populous in 
the State, and containing within their borders 
many large and thriving towns, will contribute 
permanently to the support of the road; and in 
the dry season, Nevada and Yuba counties will 
afford a large business. The Sacramento River is 
navigable for vessels for large drafts to Sacramento 
City, and the Feather River to Marysville, at high 
water, for boats drawing four or five feet. 

In the immediate vicinity of the terminus of 
the road at Negro Bar, are many valuable gold 
diggings; also, along the line of the eastern half 
of the road; where large numbers are now en- 
gaged. The granite at Negro Bar, which costs 
now $20 in Sacramcnto, could be transported 
thither for $3; and a great variety of products 
would find their way over the road, which now 
do not pay the cost of transportation. 

A statement of the number of passengers and 
tons of freight passing a point in Sacramento on 
the route of the proposed road, exhibits the fol- 
lowing results : 

For one Average . 


week. per day. 

Stage passengers both ways .... 868 109 
Wagon is er OR vaa 21640 236 
Riders a lice opt RO &8 
Footmen $b itnedin cone Ue 67 
WEEE one ccs sage ccce oped osQhte 811 
Stages Fecectce TOO 156” 
Saddle horses. and mules, “both 

Ways. ..--- eee ee ee eee eee ee 619 88 
Pack mules, both ways......... 168 23 
ROL on 04 v0 dd neko e6nid cna ae ee 2 
UN WECM < <ns sone ccas cen: 971 144 


@f this travel nearly the whole passes over. the 
route of the proposed road. A statement, of the 





passengers and freight, passing another point lead- 

















a he a hte 





ey eee 











ing to the line of this rome, exhibits results on 
passengers equal to about half the above, and on 
freight a trifle more. The trade passing the Jat- 
ter point would mostly be secured to the road by 
building a bridge over the river, and in any event, 
perhaps one-half of it. The above figures are 
quite moderate, in consequence of the dullness of 
basiness at the time they were compiled. From 
them, after making allowance for diversion, &c., 
the following figures are arrived at: 





Per day. Per week. Per year. 
Passengers .... ....505 3,585 183,820 
Freight, tons....... 200 1,408 72,950 


For through passengers it is proposed to charge 
$2, and for through freight $5 per ton, which 


would make the receipts........... +++. $732,420 
Current expenses ........ ..0+ eee eee. 152,124 
Balance.... ..0. sece cece seve oe «080,296 


or about 90 per cent. on the cost of the road. 

The estimate of the cost of operating the road, 
is at the rate of 11 cts. per mile per passenger, 
and 24 cts. per mile per ton of freight, above 
three times the amount of similar expenses on 
railroads in New York, and the whole estimated 
current expenses are about twice the amount of 
those of the Albany and Schenectady Railroad. 

The report before us concludes with comparing 
the enormous estimated profits of the proposed 
roads, showing that many other investments of 
capital in California pay approximate dividends. 





Erie Railroad. 

We publish in another column the plan adopted 
by this company for the payment of the floating 
debt and income bonds, and for raising such addi- 
tional sums as their immediate necessities may re- 
quired. 

Whatever differences of opinion may have ex- 
isted as to the better course to be pursued to meet 
the present crisis, it is certainly creditable to the 
company that they have determined to devote 
nearly half a million yearly, for ten years at 
least, to the liquidation of the funded debt. Their 
determination must go far toward removing any 
apprehension on the part of the holders of the 
Bonds that their interests will not be properly 
guarded, and will do much to inspire confidence 
in the disposition of our railroad managers to 
meet any emergency in a proper spirit. If the 
Erie Company, influenced as their action has ne- 
cessarily been by Wall street, the stock of which 
has in a short time fallen from 90 to 45, come for- 
ward voluntarily, and devote a large portion of 
their earnings to the payments of their indebted- 
ness, certainly as much may be expected from 
other companies, who have not the same influences 
to contend against, nor sacrifices to make. 

By good management the Erie may be made 
a profitable road upon its cost. Although the 
holders of the stock forego the immediate prospect 
of dividends, whatever is paid on account of the 
indebtedness of the company inures to their bene- 
fit, and as they will have full dividends or in stock, 
they may find this to be worth par in the course of 
a few years, receiving larger dividends from the 
diminished amount of debt. 

On the whole we think we may say that a bright- 
er day is dawning upon thiscompany. The re- 
verses to which they have been subjected were a 
discipline necessary to correct the mistakes that 
have been committed, and to secure a correct po- 


stand their duties, are actuated by a sincere desire 
to discharge them, and are now in a path, which, 
whatever obstructions may be found in it, will in 
the end !ead to the right conclusion. 

If the negotiations succeed, as we trust they 
will, we shall take respectful leave of a company 
which has occupied much of our attention, and 
no small space in our columns for two years past, 
in hope that it has no further need of our services, 
for which may be found plenty of employment in 
other quarters. 





Dauphin and Susquehanna Coal Company; 
The following is a statement (of the affairs of 
this company up to Sept. 1, 1854. 


Capital Stock. RECEIPTS. 
(10,000 Dauphin shares for 
9‘717 acres land——- -— 
14,807 Dauphin 
shares sold for.$413,905 
16,000 Pequa 
shares for 32,- 
084 acres land— 
3,000 Pequa 
shares sold at 


sees tees ee 


48,807 
Shares. ¢ 








150,000 $563,905 00 


Bonds. 

6perct. $97,000 produce.$72,750 00 

7per ct. 903,000 produce.771,180 00 

7per ct. 1,960,000 produce.686,000 00 
$2,960,000 produce. 1,529,930 00 

Temporary loans. at par...277,840 00 

Special loan.... .at par...100,000 00 


337,840 00 
836 00 


2,472,511 00 
Railroad receipts........ 75,907 52 
Sales of coal........ .....248,512 38 
Rents of houses and lands. 8,671 61 
; ———- 333,091 51 
2,805,602 51 
Excess of cash payments and commit- 
ments over cash receipts, to Sept., 
Me iccs 16gs weed sack onhe, ineneeet RO 


2,969,754 76 
EXPENDITURES. 


Railroad, shipping basin 1,519 264 29 
Rolling stock, locomotives and cars.. 214,622 34 
Mines and improvements........... 628,878 84 


Sales of Dauphin lots..... 








2,857,260 47 
Telegraph line to mines............. 8,678 81 
Coupons and interest 
$178,627 42 paid 
88,525 14unpaid § ...262,152 56 


Mining expenses......... 160,290 14 
Repairs account........ . 17,766 52 
Taxes on land andcapitsl. 8,790 47 
General expenses......... 61,161 24 


Railroad running expenses, 46,396 11 
Commission account..... 9,962 91 





566,519 95 
Individual accounts and balances in 
hands of agents for distribution, not 
yet distributed to the above ac- 


COUNTS 5.0 ssce cees 42,300 53 


Total.... ..+ ve seve see $2,969,764 76 
RECAPITULATION OF LIQUIDATED DEBT. 


sere see 


Six per cent, Bonds............... $97,000 00 
Seven per cent. Bonds..........+.. 903,000 00 
Seven per cent. Bonds............. 1,960,000 00 
Temporary loan.... ..+.++.see0 ease 277,840 00 
Special loan.... 0... sees cece veve ce 100.000 00 
Floating debt.... ..+. -++» eee» 164,152 25 








licy for the future. We think the directors under- 


Total eee eevee eevee CERF Feee + + 8,501,992 25 





JOURNAL. 


Cincinnati and Marietta Railroad. 

Cincinnati has added to her congeries of rail- 
roads a new one, second to none other, in intrins- 
ic importance. Every mile of the route, thus far, 
passes through agricultural districts of surpassing 
fertility, and the present eastern terminus, Chilli- 
cothe, is at the head quarters of the provision 
district of Ohio, * * * At Chillicothe depot we 
observed piles of mineral coal, carted from the 
Ohio canal, (which passes through Chillicothe) in- 
tended for transportation westward. We are told 
that a considerable trade is already driven in this 
article between Chillicothe and the towns and 
country between that city and Little Miami Rail- 
road. But as soon the M. and C. Railroad shall 
be completed to Charieston, Vinton County, a free 
opening will have been made by it into the heart 
of the coal and iron regions of Southern Ohio.— 
The grading and bridging of the line eastward 
from Chillicothe, if fully completed ready for the 
iron, twenty-four miles, and the most of the work 
has also been done thence (eight miles further) to 
Charleston. These eight miles are the roughest part, 
probably of the whole road between Cincinati and 
Wheeling. The line runs almost straight through 
mountains and rocks, and crosses valleys, with 
such a reference to directness and durability as 
has called into exercise the highest engineering 
skill, and the expenditure of large sums of money. 
But, with a view to a final profit and use, such as 
the builders of the great central Pensylvania line 
have entertained, the engineers and directors of 
our great eastern road—the M. and C.—are con- 
tent to let time demonstrate the wisdom of their 
financial and scientific skill. 





IlMinois and Michican Canal, 
The receipts of this work for the month of Sep- 
tember, for several years, show a steady de- 
crease since 1851, viz: 


BOih: MNO cis i die cieee .. «9,581 49 
Tivos lla giibemmatinletils 16,012 16 
© 18D nce oceseoes coee 11,892 86 
FE baie aan duende, 9,143 04 
a0 NR ECS oe ie 6.914 22 


The decrease is owing, we presume, to the com- 
pletion of railroads. 





Michigan Central Railroad, 
HISTORICAL NOTICE. 

The Michigan Central Railroad was originally 
undertaken by the state by whom it was construc- 
ted to Kalamazoo a distance of 141 miles, at a 
cost of about $2,500,000. The state becoming 
embarrassed, the road was conveyed to a private 
company chartered for this purpose by the Legis- 
lature of Michigan, in 1846. The sum paid to the 
state for the road by the new company, was $2,- 
000,000. It was taken possession of on the 28 of 
September, 1846, and immediate measures taken 
for its prosecution to Lake Michigan at New Buf- 
falo, a distance of 21814 miles from Detroit. This 
point was reached in 1849. In 1850 it was ex- 
tended to Michigan City, a distance of 228 miles 
from Detroit. In 1850 to Chicago, a distance of 
282 miles from Detroit. The road is built under 
its own {charter, only to Michigan city. In 
Indiana the road was built and is operated un- 
der the charter of the New Albany and Salem 
Railroad of Indiana, and in Illinois, under the II- 
linois Central Railroad charter, the two latter states 
refusing charters to the company. 

The length of line in the several states is as fol- 
lows : 


Length of line in Michigan............282 

™ EOGMAOD 6.0. es ci ck. 86 

" % Teg 6000's si0e cdaer 14 
282 miles, 


ROUTES AND CONNECTIONS, 





The opening of the Great Western of Canada 
































constitutes the Michigan Central a part of a con- 

venient route between Chicago and the Eastern 

States. Its immediate route is a favorable one 

with respect to grades and curves, and it traverses 

one of the best agricultural portions of the 
state. 

Statement showing the Cust; Mileage; Cost per 
mile; Gross Receipts; Current Expenses; Net Re- 
ceipts ; rate of Dividend; Receipts from Passen- 
gers; Receipts from Freight; Miscellaneous ; 
Earnings per mile; per centage of gross Earn- 
ings; Do. of net Earnings, of the Michigan Cen- 
ral Road since the opening of the first division to 
the present time. 
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The Michigan Central Railroad Company in Gen- 
eral Account, 


Dr. 
1854. 


June 1. To Capital Stock.... 


. + -. $5,681,000 00 
* Bond Account, 


6 per cent. 
Sterling 
Bonds, 
uncon- 
vertible, 463,613 33 
8 per cent: 
Bonds, 
uncon- 
vertible, 1,202,450 00 
8 per cent. 
Bonds, 
converti- 
ble ..... 2,319,000 00 
——_——. 3,985,063 33 
** Income account, ba- 
lance of this ac- 
Couns Jessi coves... 12,191 89 
‘* Bills payable and re- 
ceivable, balance 
of this account.... 294,569 85 
** Unpaid Dividend... 488 00 


$9,951,990 36 


Contra. Cr. 
1854. 
June 1. By Construction No. 1 


Purchase of Road. - $2,000,900 00 


* Construction No. 2, Ex- 


penditures since pur- 

a KOO 7,134,286 81 
“* Cash on Hand........ 56,829 71 
* Cash in hands U. T. 

RUOWS ces datetime 140,386 81 
“ Cash in hands E. 

NOW G46 s-00'Zisceue 97,264 77 


New Albany and Sa- 
lem: Railroad Com- 


WOE Nek odie sices 
Steamboats 


405,883 03 
138,661 94 


sees seeeee 


$9,951,999 36 


Railroads in Vermont. 

We understand that application is to be made 
to the Legislature of Vermont, which assembles at 
Montpelier to-day, for a charter of a Railroad from 
Island Pond to St. Johnsbury. We have seen 
notice of such application in the Vermont papers, 
which proposes to obtain a charter with authority 
to construct and maintain a Railway “ from some 
point or place on the line of the Atlantic and St. 
Lawrence Railway at or near Island Pond, in the 
county of Essex, to a point of junction and con- 
nection with the line of the Connecticut and Pas- 
sumpsic Rivers Railroad, at or near the village of 
St. Johnsbury in the county of Caledonia. The 
distance between the two ¢ermini thus named is 
29 miles. 

Those familiar with the railway system of New 
England will readily understand the importance 
of this movement, and perceive at a glance the re- 
lation it has to the railroads of Vermont and New 
Hampshire. Any one, by looking at a map of 
New England, will readily understand the con- 
nections which will thus be made. 

In 1851 the Legislature of Vermont authorized 
the Atlantic and St. Lawrence Railroad to extend 
its line across the State of Vermont, and to form 
a junction with the St. Lawrence and Atlantic 
Railroad of Canada. By the same Act, the Pas- 
sumsic Railroad was allowed to extend its line 
northward, and to form a connection therewith at 
Island Pond. The Passumpsic Company, instead 
of doing this, have made a location of their line 
by the way of Barton, keeping west of Island 
Pond, in order to effect a connection at Derby line 
with the Shefford and Chambly Railroad of 
Canada. 





Boston, June 1, 1854. 








One motive in making the location of the rail- 
road betwecn Portland and Montreal as far west 
as Island Pond, was to secure a connection with 


eeeeeonerreranensee) 
the P at place, and the Canadian 
Company, we are told, offered to build this link of 


twenty-nine miles, in case the Passumpsic Rail- 
road Company would locate their line on the di- 
rect route thereto by the way of Lynden and East 
Burke. It is claimed that by extending the Pas- 
sumpsic road to Island Pond, and thence follow- 
ing down the valley of the Clyde to Derby, a 
shorter line could be had than by the way of Bar- 
ton, as now located. 

1n 1850 the Legislature of Vermont granted a 
charter under the name of the Missisquoi Railroad 
Company, with authority to extend a line from 
Lake Champlain to a point of junction with the 
Passumpsic Railroad, and in 1854 further author- 
ity was granted to extend this line to Island Pond 
and form a common junction with the Portland 
line and the Passumpsic. 

Last winter this Missisquoi Railroad Company 
was organized, and the road put under contract to 
a company of rich contractors, which it is under- 
stood includes Messrs. Galt and Holton, both of 
whom are known as members of the Parliament of 
Canada, and contractors on the Grand Trunk Rail- 
way of Canada. 

The Grand Trunk Company want a direct con- 
nection with Boston and New York. This can 
only be secured by filling in the link from Island 
Pond to St. Johnsbury. From Island Pond to 
Boston is 222 miles by this route, and from thence 
to Montreal by the Missisquoi Railroad line is 100 
miles more, making the distance between Boston 
and Montreal 322 miles only. From Portland to 
Montreal by the present line is 292 miles. This 
distance can be reduced by the building of the 
Missisquoi Railroad from Island Pond to Mon- 
treal, as before menticned. The same interests, 
we are informed, are prepared to build this line of 
29 miles in addition to the 100 miles of the Missis- 
asked, the roads of Northern Vermont would be 
quoi line, so that upon the grant of this charter, as 
put in connection with the line of the Grand Trunk 
Raiiway, completing the link in the chain to Mon- 
real.— Boston Jonrnal. 





Tne earnings of the various roads for September, 
as far as received, have been as follows: 


Baltimore and Ohio 18653. 1864. Ine. 
(main stem)....... $239,300 $308,870 $69,069 
Washington Branch... 31,729 387,826 6,145 
Michigan Southern... 197,520 36,439 38,918 
Michigan Central..... 182,590 225,882 42.792 
Macon and Western... 24,427 18622 —— 
Clevel’nd & Pittsburgh 32,871 42,983 10,112 
Chicago& Rock Island 53,251 132,762 79;511 
N. York & New Haven 84,245 87,172 3,927 
Norwich & Worcester 33,588 31,288 —— 
Pennsyvania Central.. 260,086 294,476 84,440 
New York Central.... 571,822 640,585 69,263 
New York & Erie.... 526,585 516,019 10,566 
Ohio & Pennsylvania.. 80,839 123,441 42,612 
Hudson River....... 184,079 149,143 15,064 
Milwaukee & Miss.,.. 35,431 60,233 24,802 
Sixth av............ 22,824 19,219 ——- 
Eighthav........... 25,317 25,036 —— 
Galena & Chicago.... 88,250 150,090 61,840 
Cleveland & Toledo.. 36,751 61,500 14,749 
Virginia & Tennessee. 13,157 21,477 9,810 
Indianapolis & Cin... — 31948 —- 
Lexington &Covington —— 16,007 ——- 
Chicago and Miss..... — 119552 —— 
TerreHaute &Rich’md 16,293 22,293 5,946 
ORE ove <i 02. ieee 92,835 99,831 7,006 
Long Island......... 225,630 34,830 8,700 





Cincinnati and Chicago Rallroad Company, 

An election of Directors for the Ohio Division of 
this company was held in Cincinnati on Monday 
the 9th inst., when the following Board was elec- 
ted:—C. B. Smith, Sam’l L’Hommedieu, R, M. 
Corwine, Thompson Neave, 8. B. W. McLean, 
Cincinnati; M. G. Bright, Madison, Indiana; 
James Sample, Butler county, Ohio; Sam’! Mar- 
tin, Isaac Bates, Hamilton county, Ohio. The 
Board was organized by the election of C. B. 
Smith, President; Stanhope §, Rowe, Secre- 





tary.— Cincinnati Times. 


‘ 











Michigan Central Ratiroad. — 
A CASE INVENTING ATTENTION. 
We invite attention to a statement in another 


column showing the cost, earnings, dividends, etc., 
etc., of this road, for a series of year. The data 
are all drawn from the published reports of the 
company. From the statement referred to, it would 
seem that while the et earnings of the com- 
pany have been only about six per cent. for the 
past 8 years, they have declared dividends equal 
very nearly to nine per cent., or about 50 per 
cent. annually, more than has been earned. It 
will be borne in mind also, that nearly all the 
funded debt carries 8 per cent, interest, rendering 
it, impossible to increase dividends above the rate 
of earnings from low rate of interest paid. 

The case is an extraordinary one, and we think, 
deserves the immediate attention of the stock and 
bond holders. If, as appears, the directors are 
systematically in the habit of declaring dividends 
that are not earned, there must be some extraor- 
dinary reason therefor which should be imme- 
diately enquired into; whether it is for the pur- 
pose of sustaining the stock till the holders of it 
are reimbursed their original outlay, or for the 
purpose of raising money for schemes of the di- 
rectors, not made known to the public. The sus- 
picions naturally excited by a naked stai ement of 
facts, are confirmed by the extraordinary increase 
of construction account for several years past, 
without any apparent cause, and without any at- 
tempted explanation therefor. In the whole 
course of our experience we never met with a 
similar case of such vast expenditures without 
explanation of their necessity or objects, and of 
dividends entirely irrespective of earnings. 

The manner in which the Michigan Central 
Company have gone on, illustrates the astonshing 
apathy on the part of our people to everything 
that relates to the management of our railroads : 
an apathy that nothing short of a Schuyler ex- 
plosin, it would seem, can disturb. 

As a matter of cuwriosity—we give in full the 
last annual report of the President of this com- 
pany, premising that it isa fac smile, with the ne- 
cessary change of figures, of the seven that have 
preceeded it. 


“Report of the Durectors of the Michigan Central 
Railroad Company, to the Stockholders. 

We present herewith the report of Mr. Uptou 
Treasurer, and Mr. Noyes, Superintendent, giving 
the details of our operations for the year ending 
8ist May, 1864. Our gross receipts haye been— 


Against 1853. 





For passengers, ..$840,477 56 $590,997 57 
* Preight..... 663,808 76 407,183 35 
“ Miscellaneous 84,309 02 61,356 79 

1,588,595 34 1,149,537 71 
Operating Ex.,.. 903,944 38 566,721 98 





674,650 96 surplus 582,815 73 





Less Balance of of year 
last year...... 14,335 45 before. 2,158 389 
660,815 61 684,974 12 
Less Interest paid 269,587 62 Divi- 279,309 57 
dend 


400,727 89 Sper 805,664 55 
Dividends 8 per ct. 388,536 00 cent...320,000 00 


al’n 





Balance in favor.. $12,191 80 against..14,335 45 
Upon a settlement of account with the Illinois 

Central Company, there will be some deductions 

to be made from the above balance. 

In analyzing the sources from which our reven- 





tinued increase of our Local sPasenger and our 
entire Freight business, which show $1,050,170 73, 
being nearly as much as we received last year, 
say $1,094,455 11 for our entire Freight and Pas- 
senger earnings. 

After much disappointment in regard to the 
time of completion of these important connections 
we have now to congratulate our stockholders upon 
the opening of the Great Western Railroad from 
Detroit to Niagara Falls, and of the New Albany 
Road from the Ohio River to our line at Michigan 
City. The former was opened for business late in 
January, and although it had to contend with 
more than the usual obstacles in running a long 
line of new road in mid winter, our receipts show 
a very decided benefit from it, which promise to 
be materially increased as the Road-bed becomes 
improved, and the bridge at the Falls of the Ni- 
agara finished. 

The trains are now running 228 miles in 844 
hours, giving a connection between Chicago and 
New York, of about 36 hours, including ferries 
and all stops. This road is capable of being run 
as rapidly and safely as any one in this country, 
and we count upon a daily increase of business 
from it. 

The new Albany Road is about 298 miles long 
—through a magnificient country. The rails are 
all laid over it now, and the first regular trains 
commence on the fifth of July. 

The Chicago Branch of the Illinois Central is 
now running trains 106 miles sonth of Chicago, 
and in a few weeks will extend its trains to Urba- 
na, 4nd within less than a year to Cairo. 

The Aurora Road now gives us a connection 
with Bloomington 162 miles, but its usefulness has 
been much impaired by the gap at the the La Sal- 
le Bridge,—which it is believed will be filled by 
the first of August. 

The Military Tract and Oquawaka Company 
now promise to give us a connection with the West 
at Burlington and the Northern Cross Road to 
Quincy, within a year. ; 

On the 8th and 10th of July, our new boats— 
Plymouth Rock and Western World, take their 
places in our line. They are larger than any other 
boats on those waters, and are believed to be equal 
in speed, strength and safety, to any steamers in 
this country. 

We confess to some disappointment in the result 
of the year’s business. The receipts have not 
been so large as we had hoped, while the expenses 
stimulated by a competition with other companies, 
carried on by us at considerable temporary disad- 
vantage; have been larger than we expected, and 
larger than we think will be the proportionate rate 
again. 

With our new boats upon Lake Erie, and our 
connecting roads daily improving in value, we hope 
to see better results next year. Upon one point 
in Mr. Upton’s report, some explanation may be 
needed. In order to secure a connection with 
Chicago, our charter authorizes us to extend pecu- 
niary aid to other corporations in Indiana and II- 
linois. We accordingly were obliged to make cer- 
tain investments in the securities of those Roads, 
which we can have no doubt can eventually be re- 
sold, without much if any loss, while the advan- 
ages derived from their connection, promise, when 
fully developed, to give us large annual returns. 

Owing to the pressure of private engagements, 
our late Treasurer, Mr. Upton, resigned his office 
on the first of June, and was then succeeded by 
Mr. Isaac Livermore. We cannot pass by the re- 
signation of Mr. Upton, without expressing our ap- 
preciation of his long and valuable services, from 
the organization of our company. 

He has retained his seat in our Board, and will 
continue to lend his valuable aid to his succes- 


sor. By order of the Board, 
J. M. FORBES. 
June, 1854. President M. C. R. R. Co.” 


During the year the capital was increased 
nearly 1,400,000. The only explanation in the 
whole report is the following paragraph in the re- 





ue is derived, it is satisfactory to observe the con- 





port of the Treasurer. 












e 

‘The omy of the sales arising from the in- 
crease of stock, have been appropriated in pay- 
ment as follows,—to account of “ Construction 
No. 2,” seven hundred and eighty-two thousand, 
eight hundred and thirty-four dollars and seventy- 
one cents; to reducing the balance of the “ Bills 
Payable and Receivable Account,” in the sum of 
three hundred and thirty-six thousand, six hun- 
dred and six dollars and ninety-nine cents; to a 
further payment to the New Albany and Salem 
Railroad Company, of one hundred and fifty-two 
thousand, eight hundred and seventy-three dollars 
and three cents; to payment on account of new 
steam boats, of one hundred and thirty-eight 
thousand, six hundred and sixty-one dollars and 
ninety-four cents, and by an increase of the cash 
on hand the remaining balance. 


If here is not a case calling for immediate en- 
quirey and investigation, we cannot imagine one 
that does, 


Lake Erle, Wabash & St. Louis Railroad 
Company. 

This company held its annual election of Direc- 
tors at Lafayette on the 8d inst. The old Board 
were re-elected with thé single exception that Jo- 
seph 8. Hanna, of Lafayette, takes the place of 
Hugh Hanna, of Wabash, who retires on account 
of other engagements. The Board now consists 
of Albert 8. White, James Spears, Joseph 8 Han- 
na, George Cecil and Allen Hamilton, of Indiana, 
Isaac C. Colton of Toledo, Albert H. Tracy, Elias 
B. Holmes, Azariah Boody, Joel Rathbone, John 
F, A. Sanford, Joseph B. Varnum and Edward 
Whitehouse of New Yrok. 

This Road, with its consolidated work, the “To- 
ledo & Illinois,” is under a single management.— 
Among its stockholders and managers are sever- 
al wealthy men of New York and other Eastern 
cities. It is 345 miles in length, to tke Illinois 
State Line, where it connects with the Terre Haute 
& Alton, to St. Louis, and with the ‘“ Grert Wes- 
tern,” to Hannibal, Quincy and St. Joseph. It 
pursues a track now active with commerce and 
populous with villages, ‘The great succecs of the 
“Michigan Southern,” running west from Toledo 
through a country not heretofore tributary to that 
citv, is a fair augury of what this road will do, 
running through valleys whose commerce has al- 
ready made the business of Toledo scarcely second 
to that of any harbor on the Lakes. 

The work was commenced about a year ago 
and has had to encounter the usual hardships of 
the present season. The energy of the Company 
however, has pushed it steadily forward. The 
rails (28,000 tons,) chairs and spikes, are all pur- 
chased and delivered on the line—seventy per 
cent. of the cost-of the road-bed has been finished 
ties provided, and the laying of the track is now 
nearly ready , which for the sake of a proper econo- 
my will be prosecuted from the eastern end.— 
oH rolling stock is engaged deliverable as need- 
e 





The stock subscriptions amount to $2,900,000. 
The installments have been all called in and met 
with unusual promptness. The whole issue of 7 
per cent. mortgage bonds is $3,400,000, of which 
$800,000 yet remain to be sold. The Company 
also own $300,000 worth of choice Jands, which 
lying near the road will svon be available. They 
are free from floating debt and have made no sa- 
crifice to raise money. 

We have regarded this as one of the strongest 
new Companies in the West. It combines a great 
deal of Railroad skill and experience. The con- 
tractors are widely known as among the most ex- 
tensive and successful builders in the Union—and 
although the combined influences of a prevailing 
epidemic and a tight money market have postpon- 
ed the expectations of the Company for the very 
rapid completion of the work they had intended, 
still it is designed to proceed with but little abate- 
ment by concentrating forces on the Eastsrn Divi- 
sion, at the same time notwithstanding the neces- 
sary labor from all important points in the Western 
Division. By this process, the track may be laid 





from Toledo to Wabash by the early part of next 
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season, a t 
close.—Lafayelte American. 





To Railroad Contractors. 

We have been requested to state that the Amer- 
ican and Foreign Emigrant Protective and Em- 
ployment Society, an Institution organized in 
March last under the auspices of some of the lead- 
ing men of our city, is now prepared to make ar- 
rangements for the supply of railroad laborers. 
Contractors will do well to avail themselves of 
this opportunity, as they will be certain of dealing 
with reliable and responsible parties. Communi- 
cations, post-paid, addressed to the General Agent, 
D. R. Thornoson, 27 Greenwich street, will have 
due attention. 





Llitnois Centrai Railroad, 
The following statement show the completed 
portions of the road, and the probable date for the 
opening of such as are in progress. 


Completed from Galena to Freeport.... 50 miles. 
Thence to Sublette, by 1st January..... 55 
Thence to Temora, already running..... 144 


Thence to Duvuoin, probably by Ist Jan. 63 

Thence to Cairo, a single bridge wanting. 67—384 
On Chicago Branch. 

Chicago to Urbana, running.... .......129 

Urbana South, running... .... +++ eeee 54 

In progress to Junction...,.. ..+..++- +. 164—817 


Patel sida: ie del wo'ba ich Meaaw he dildeeaskaee 


The Lowell Machine Shop 


Cou NUES to manufacture to order, FREIGHT and 
PASSENGER LOCOMOTIVES of different classes, 
with the most modern improvements,— ; 
also MACHINISTS TOOLS, 
especially adapted to Railroad Repair Shops, and to the con- 
struction of machinery generally. These Tools are of the most 
approved construction and consist in part of Engine Lathes, 
Hand Lathes, Vertical Drilling Lathes, and Planers of various 
sizes and lengths, Compound Planers, Shaping Machines, Slot- 
ting Machines, Bolt and Nut Machines, Gear Cutting Engines, 
Chucks, Compound Slide Rests, Machines for boring Crank 
Pin Holes in Locomotive driving en Trip hammers, &c., &c. 
COTTON MACHINERY of all descriptions, BOILERS, 

SHAFTING and MILL WORK, CASTINGS, and all work 
usually done in Machine Shops and Foundries, 

WILLIAM A. BURKE, Sup’t, Lowell, Mass. 

J. T. STEVENSON, Treasurer, 5 Tremont st. Boston. 


EW YORK AND ERIE RAILROAD LOAN. 
—The Committee appointed to report in re- 
gard to the financial affairs of the New York and 
Erie Railroad Company, beg leave to recommend : 
That the Company advertise for sealed propos- 
als, to be opened on the 10th of January next, for 
the purchase of $4,000,000 7 per cent. Bonds, re- 
deemable in twenty years, with interest, coupons 
payable Ist February and 1st August. 

And that for the purpose of gradually reducing 
the debt of the Company, the New York and Erie 
Railroad Company pledge themselves in said Bonds 
to pay monthly, commencing on the 1st of March 
next, the sum of thirty-five thousand dollars into 
the hands of Trustees, to be by them invested, as 
well as the accruing interest on the investments, in 
the Bonds of the New York and Erie Railroad 
Company of the new issue, as long as they can be 
purchased at or under par. And that whenever 
the said Bonds of the new issue cannot be pur- 
chased at or under par, then the said Trustees to 
invest the said monthly payments and the accru- 
ing interest in any Bonds of the New York and 
Erie Railroad Company which can be purchased 
at or under par. 

And whenever it shall be impossible to purchase 
any of the Bonds of the New York and Erie Rail- 
road Company at or under par, then the said Trus- 
tees shall invest the said monthly payments and 
all accruing interest in such Bonds of the New 
York and Erie Railroad Company as can be pur- 
chased at the lowest rate. 

And all Bonds on beiug purchased by said Trus- 
tees shall be canceled, by writing or ee on 
the face “Held by the Sinking Fund of the New 

















nd. to Lafayette and Attica before its| 









York and Erie Railroad ¢ »” but that. the 
interest warrants on said cancelled Bonds shall be 
collected by said Trustees, as they become due, 
until the monthly payments of the New York and 
Erie Railroad Company and the accruing interest 
or the conversion of convertible Bonds into Stock 
of this Company, shall have reduced the entire 
debt of the Company to $20,000,000. After which 
the said monthly payments shall cease, and the 
trust vested in said Trustees shall be closed, and 
all cancelled bonds and the unpaid interest war- 
rants delivered to the Company. 

And the Committee would further recommend 
that the Board of Directors adopt the following re- 
solutions : 

Whereas, The period has arrived when it is ex- 
pedient and necessary to close the construction 
account of this Company, to be reopened only 
when the imperative necessity of the increasing 
traffic on the road, and the state of the finances 
of the Company will render it perfectly evident 
that it is proper and justifiable to reopen it, so as 
to increase the present capacity of the Road.— 
Therefore ; 

Resolved, That any and all future expenditures 
beyond the amount to be derived from the pro- 
ceeds of the new loan, after reimbursing the In- 
come Bonds due Ist February next, be charged to 
transportation expenses. 

Resolved, That as often as the Bonds purchased 
by the Sinking Fund amourt to 10 per cent. on 
the Capital Stock, this Company will, upon re- 
ceiving due authority from the Legislature of this 
State, declare at the next semi-annual dividend 
day a stock dividend of 10 per cent. 

Resolved, That the resolutions be published in 
the daily papers, so that the public have cogni- 
zance of the future policy of the Company. 

(Signed. ) 
CHARLES MORAN. ) 





SHEPHERD KNAPP. | Special 
WILLIAM E. DODGE, Finance 
NELSON ROBINSON, Committee. 
GEORGE F. TALMAN. 


New York, Oct., 21, 1854. 


Sealed proposals will be received at the office 
of the NEW YORK AND ERIE RAILROAD COM- 
PANY in the City of New York, until the 10th of 
January, 1855, for the purchase of $4,000,000 of 
the bonds of the Company, bearing 7 per cent. in- 
terest payable semi-annually on the Ist day of 
February and August, redeemable in twenty 
years. 

The NEW YORK AND ERIE RAILROAD 
COMPANY pledge themselves in said bonds to 
pay monthly, commencing on the 1st of March 
next, the sum of thirty-five thousand dollars into 
the hands of the United States Trust Company of 
the city of New York to be by them invested, 
as well as all accruing interest, in the bonds of the 
NEW YORK AND ERIE RAILROAD COMPANY 
of the present issue, as long as they can be pur- 
chased at or under par; and whenever the bonds 
of the new issue cannot be purchased at or under 
par, then the said trustees shall invest the said 
monthly payments and the accruing interest in any 
bonds of the NEW YORK AND ERIE RAILROAD 
COMPANY which can be purchased at or under 
par. And whenever it shall be impossible to pur- 
chase any of the bonds of the NEW YORK AND 
ERIE RAILROAD COMPANY ator under par, 
par, then the said trusteess shall invest the said 
monthly payments and the accruing interest, in 
such bonds of the NEW YORK AND ERIE RAIL- 
ROAD COMPANY as can be purchased at the low- 
est rates. And all bonds when purchased by the 
said trusteess shall be cancelled by writing or 
priniing on their face: ‘Held by the Sinking Fund 
of the NEW YORK AND ERIE RAILROAD COM- 
PANY ;” but the coupons on such cancelled bonds 
shall be collected by said trustees as they become 
due, until the monthly payments of the NEW 
YORK AND ERIE RAILROAD COMPANY, and 
the accruing interests, or the conversion of conyer- 
tible bonds into stock of the Company, shall have 
reduced the entire debt of the Company to $20,- 





000,000. After which the said monthly payments 





shall cease, and the trust vested in such Trustees 
be closed, and all cancelled bonds and the unpaid 
interest warrants delivered to the NEW YORK 
AND ERIE RAILROAD COMPANY. 

The successful bidders will be required to pay 
10 per cent. in cash on the notice of the 
tance of their bids ; 20 per cent. on the 20th of 
January ; 30 per cent. lst February ; 20 per cent. 
15th February, and the balance on the Ist of 
March. 

The Income Bonds of the NEW YORK and 
ERIE RAILROAD COMPANY will be received 
in part payment at par, and the accrued interest 
till day of surrender to the Company. 

The Directors of the NEW YORK and ERIE 
RAILROAD COMPANY, in offering the present 
loan to the public beg leave to state that it will 
be amply sufficient to pay the Income Bonds re- * 
deemable on the Ist February next, and the en- 
tire present floating debt of the Company, as well 
as to complete all the unfinished work now under 
way. 

By a resolution of the Board of Directors, all 
future outlays or every kind beyond the proceeds 
of the present loan, will be charged to expense 
account, and paid frem the income of the Com- 
pany, after payment of the interest on the funded 
~ nae and the monthly payment to the Sinking 

und. 

After the negotiation ofthe present loan and 
the redemption of the Income Bonds, the position 
of the Company will be— 





TOOUR di sa sins bac been bhsdcnons eid $10,024,000 
Bonds of 1867, First Mortgage....... 3,000,000 
Bonds of 1859, Second Martgage..... 4,000,800 
Bonds of 1888, Third Mortgage.... .. 6,000,000 
Bonds of 1862, Convertible... ...... ,500,000 
Bonds of 1871, Convertible.......... 4,351,000 
Bonds of 1875, present loan,........ ,000,000 

TOGO cco. Sice cand ants pp Ohics $24,875,000 


In the opinion of the Directors it is perfectly 
safe to estimate the gross earnings of the Road, 
for the coming year, at $6,000,000, from which 
must be deducted : 


Expenses 55 per cent....... $3,300,000 
Seven per cent. on debt $24,- 
S61 MOO. 885 2 BRS 1,739,570 
Sinking Fund............. 420,000 
———— $5 459,570 


Net revenue equal to over 5 per cent. 
on stock applicable to cash dividends 
and contingencies.... ............ . 540,430 


The Directors of the Company are confident these 
estimates will be fully realized. The gross re- 
ceipts since the Road has been in operation to 
Dunkirk, have been for pas’gers and freight alone-- 
1851 to 1852$3,047,748 INCREASE, 

1852 to 1853 4,138,424 $1,690,676, say 354 per et. 
1853 to 1854 5,122,666 934,242, say 233 perct. 


The business of the road depending mainly on 
the local traffic, must inevitably increase in the 
same ratio as the population of the Counties 
through which it passes. In the opinion of the 
Superintendent, Mr. McCollum, the road in its 
present position and with its present equipment, 
can earn $8,000,000. If the future increase in the 
receipts be estimated at only 15 per cent. per an- 
num, which is not much over one-half of the ay- 
erage increase of the past the above utmost capa- 
city of the road will be tested in 1858. - 

As to the running expenses, as they were only 
534 per cent. in 1853 and 1854, there is every pre- 
bability that with rigid economy and an increase 
in the traffic, they can be reduced to 50 per cent., 
but they have been estimated at 55 per cent.,s0 
as to leave ample margin for contingencies. 

The effect of the monthly purchases by the 
Trustees, of the Bonds of the present issue on 
their market value, cannot fail to be immediate, 
and will insure to the original purchasers a cer- 
tain profit within a moderate time; for whilst the 
amount outstanding will decrease each month, the 
absorption by the Sinking Fund will constantly in- 
crease by the ace interest on the’ Bonds in 
the hands of the In 8 years the Sink- 
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ing Fund will absorb $4,768,058, estimating all 
the purchases of bonds by the Sinking Fund to be 
made at par. That the Company will be in a con- 
dition to make promptly the monthly payments 
to the Sinking Fund, no one at all acquainted 
with the income of the Company can doubt for a 
moment. All the past difficulties of the Company 
have arisen from the necessity of contracting for 
expenditures, before securing the requisite funds 
to meet them. This is now entirely at an end, 
whilst the daily increasing revenue of the Com- 
pany must inevitably increase the market value of 
its Bonds, as’well as of its Stock, the latter of 
which will no doubt ere long take rank among our 
most solid investment stocks. 

Proposals should be endorsed “ Proposals for 
New York and Erie Railroad Loan,” and addres- 
sed to DANIEL DREW, Treasurer, Erie-place. 

HOMER RAMSDELL, President. 

Natuaniet Marsu, Secretary. 

New York, Oct. 23, 1854. 


New York and Erie R. R. 
On and after Wednesday, Sept. 20th, and until further notice 


PASSENGER TRAINS 
will leave Pier foot of Duane street, a 
as follows, viz :— 


Bourrato Express, at 6 a.m. for Buffalo. 
Donxirx Express, at 6 a.m. for Dunkirk. 
MAIL, at 8¥ a.m. for Dunkirk and Buffalo, and intermediate 





RocKianD PassENGER, at3)¢ p.m, (from foot of Chambers 
Street) via Piermont, for Suffern and intermediate stations. 

Way PassEnoer, at 4 p.m., for Otisville, and intermediate 
stations. 

Nicgut Express, at 5¢ p.m. for Dunkirk and Buffalo. 

Emigrant, at6 p m., for Dunkirk and Buffalo and intermedi- 
ate \° 

On Sundays only one Express Train—at 54 p.m. 

These Express Trains connect at Baffalo with first-class 
splendid Steamers on Lake Erie for all ports on the Lake ; 
and at Dunkirk with the Lake Shore Railroad for Cleveland, 
Cincinnati, Toledo, Detroit, Chi ete. 

D. C. Me UM, General Sup’t. 


For Sale. 
STATIONARY Engine having cylinders 13 
inches bore and 20 inches stroke, complete in 
all respects and finished in tie best manner. Has 
been in use about six months. 
ROGERS, KETCHUM & GROSVENOR, 
Paterson, New Jersey, 
jul.14 29 tf.} or 74 Broadway, New York. 


Rensselaer Polytechnic In- 
stitute. 
SIGNED forthe education of ArcniTects and Cryin 
Excrverrs,—including ailway, Hydraulic, Topographi- 
cal, and Mining Engineers. 
For 2 ao — gt Register, giving full information 
respec e tu to 
R. FRANKLIN GREENE, Director, R. P. I. 
$2 8m Troy, New York. 


Lowell Machine Works. 


_, & CALVERT (late Atpricz, Trxc & Co.) 
manufacture and furnish to order, at short notice, 


Machinists’ Tools 


of various description and with the latest improvements ; as 











Lowell, Mass., Jan’y 1, 1853. 


THOS. M. CASH, 
PHILADELPHIA RAILWAY AGENCY, 
FOR THE PURCHASE OF ALL ARTICLES 
required by 
RAILROAD COMPANIES 
ON COMMISSION, 

Office No, 80 South Fourth Street, near Walnut, 


PHILADELPHIA. 


REFERENCES. 
Rrowarp Norris & Sox, Locomotive Builders, Philadelphia. 
Wu. D. Lewis, Esq., Pres't Catawissa R.R.Co., » 
Cuaaves H. Fisuer, Eaq., pa 
Joun CaLpws tt, Esq., Pres’'tS.Caro?’a R.R.Co., Charleston. 
J.Pixoxney Heveer, Esq., Pres't N.East’n R.R.Co.. ,, 


A. B. Warford, 
Engineer,Susquehanna Railroad, Harrisburg, Pa. 


4lly 











Buffaio Machinery Depot. 
Sept yw. HOOKE Proprie 
H. C. BROWN t. .W. ietor. 
I ‘AM prepared ‘to turnish and will keep soutien en hand 
from the best manufacturers a full stock of Machinists’ 
Tools for wong per feats, On one — Engine gt non 
Lathes, Large Driver ar eel Boring Mills, Power 
and Hund Piuners, Drill Press3s, Punch and Shears, Axle Lathes, 
Power Wheel Presses, Bolt [rum fe 
J. W. HOOKER, Buffalo, N. Y. 
Fire! Fire! Fire! 


Preserve your books in one of Duryee & Forsyth’s celebrated 

Fire King safes. ‘They are perfectly secure and excel in finish. 
J. W. HOOKER, Agent, Buffalo, 

Railroad Track, Suspension and Depot Scales, Dormunt, and 

Portable Warehouse Scaies, ‘Trucks, Baggage Barrows, and 


— ‘ Buffalo Machi: D 

uu, enery Depot 
: General Agency for Rochester Scale Works. 
H. C. BROWN, Sup’t. J. W. HOOKER. 


Port Morris Manufactory. 


WESTCHESTER COUNTY, N. Y., 
A™= prepared to execnte orders for all kinds railroad work 
and have on hand the approved Railroad Box with the 
raised Jourual ; also Car Couplings (Lewis’ Patent) and Ratchet 
Wrenches from $5 to $10 each, 
All orders punctually attended to by addressing the above, 
M. Uv. BAKER. 
NB. Long Iron Planing done on reasonable terms, 
37 6m. 108 Front street, up stsirs. 








NOTICE. 
HE Copartnership heretofore existing between the under- 
signed, under the firm of Smith & Tyson, is this day dis- 
solved by mutual consent. Either partner is authorized to set- 
tle the business of the concern. 
J. HOPKINSON SMITH, 
RICHARD W. TYSON, 


No, 25 South Charles st, 
Baltimore, July 1st, 1854. 


Notice of Copartnership. 

HE undersigned have this day formed a Coparinership 

under the firm of J. Hopkinson Smith, in which Richard 
W. Tyson is a special partner, aud J. Hopkinson Smith is the 


general partner. 
J. HOPKINSON SMITH, 
RICHARD W. TYSON. 
33 3m 


Notice of Copartnership. 
R.PETER MARIE, heretofore of the firm of DECUPPET 
& CO., has this day formed a copartnership with Mr. 
RUDOLPH KANZ, (for many years with the banking house 
of Messrs. L. Von Hoffman & Co.,) under the firm of MARIE 
& KANZ, at No. 27 William street. 

Their attention will be devoted to the purchase and sale on 
Commission of Stocks, Bonds and Foreign Exchange, and to 
the negotiation of Business Paper. 

New York, 1st September 1854. 





Baltimore, July 1st, 1854, 
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Steam Engine and Blowing 
Cylinders for Blast Furnace 


for Sale. 
A STEAM ENGINB, 20 inch cylinder, and five feet stroke, 
together with Biowing Cylinders, five feet diameter, and 
six feet stroke, in perfect working order, for sale. Apply to 
EDW. BkCH & KUNHARDT, 62 Beaver st., 
or, A. TOWAR, Agent Poughkeepsie Iron Works, 
23 tf Poughkeepsie, N. Y. 


For Sale. “ad 


YY the Baltimore and Ohio Railroad Company, 24 crate cars 
adapted to railroad purpose, which will be sold at a rea- 
sonable price For further information, apply to 
SAMUEL J. HAYES, 
M. of M., Baltimore and Ohio R. R. Co., 
or, BRIDGES & BRO., - 
64 Courtland st., New York. 


Machinists’ Tools. 
SHRIVEK & BROTHERS, 
Cumberland, Maryland, 


(on Baltimore § Ohio R. R., midway between Baltimore and 
the Ohio River) 
MA UFACTURERS of ine Lathes, Planing Ma- 
nes, 
Tools. 








19 tf 





Presses, Hand hes, and other Machinists’ 
. These tools are built in a superior manner, from the very 
best materials, and are particularly adapteu for railroad sh 
and all others repairing first rate machinery. Our location is 
very advantageous for shipping work to tho West or South, 
Orders and communications receive prompt attention. Address 

SHRIVER & BROTHERS, Fulton Works. 
Cumberland, Maryland. 

August 19th, 1854. 
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Low Moor iron. 
A FULL yr yen Fo this en been, Meo for 
strength, soundness, form , is confidently re- 
commended for all work requiring Sol Gen, consiting of 
cons' iy in 








Notice to Contractors. 


Onter ENGingeR’s UFrice, ~ 
Columbus, Ga., Sept. 5th, is54.{ 

QyRaLED PROPOSALS, will be received by the 

pagersgne’, at this office until the lst day of 
December, for the clearing, graduation, Track- 
Laying, together with the building ofall Bridges 
and Culverts of the Western Division of the Mo- 
bile and Girard Railroad, extending from Mobile 
to Greenville, covering a distance of 180 miles.— 
The work will generally be divided into one mile 
sections, and bids may be made for one or more 
of these sections. Separate proposals are desired 
for the Track Laying, building of Bridgess and 
Culverts, likewise for the building of the Trestle 
work 54¢ miles in length, across the Tensas and 
Mobile Rivers, with the intervening swamps; the 
Trestle will be 12 feet high, built upon Black Cy- 
press Piles, found in abundance and adjacent to 
the line, the two rivers will be crossed with the 
common pile bridging, with Truss Pivot draw in 
the centre of each. 

Specifications with the form of the Contract and 
Proposals, may be had of the undersigned upon 
application. 

Plans, Profiles, and estimates of that portion of 
the line, are now ready for examination, and par- 
ties proposing will please designate it as such 
upon the envelope. 

The country is healthy, with no swamps after 
leaving the Tensas River; from Mobile to the 
river (18.6 miles) the grading islight, and country 
very healthy at all seasons of the year; after the 
line leaves the Tensas River, it passes through 
and on the ridge that divides the Alabama and 
Conecuh waters, easy of access by the Alabama 
River, and through a section of country well 
stocked on eitheir side with provision. 

Payments will be made onc third (14) in cur- 
rent funds, one third in the Capital Stock of the 
Company bearing (.08) per cent. interést payable 
in Stock, until the Road is completed, then to 
cease and become common stock of the Road, 
and relying upon the earnings of the same for di- 
vidends; the balance (44) to be paid in the (.08) 
per cent. Convertible Bonds of the Company, ma- 
turing in2 or more years at the option of the 
Contractors, Coupons payable semi-annually, eith- 
er in Columbus, Ga., Mobile, Ala., or in N. Y., at 
the option of the holder. 

To bidders personally unknown to the undei- 
signed, Bond and approved security will be re- 
quired, to an amount not exceeding (44) the 
amount of the contract, for the timely and faith- 
ful completion of the same. ; 

2246 miles of the Road froni Girard west will 
be open for business the first of November, and 
52 miles nine months thereafter. It is the inten- 
tion to have the entire line of 245 miles open for 
business early in 1858, 





8t.37. GEO. 8S. RUNEY. 
New York Locomotive Works, 
JERSEY CITY. 


To COMPANY are prepared to execute with despatch 
orders for Locomotive Engines, Tenders, and Railroad 
Machinery generally, embracing the latest improvements. 

The works being located near the water, and in the im- 
mediate vicinity of the New Jersey and Erie Railroads offers 
great conveniences for shippne. 

BREESE, EeReL ARDY & CO., 


ors, 
- 88 Exchahge Place. 
E. P. GOULD, Superintendent 
late Master Machinist on Hudson River R. R. [40.tf. 





one 50 (\ TONS No. 1 Glengarnock Scotch Pig Iron in lots to 


suit purchasers for sale by 
NAYLOR & CO., 
99 and 101 John st. 
N, B.—The above Iron constantly imported’ 82 tf. 





EW YORK STATE CANALS.—NOTICE TO 

CONTRACTORS. In pursuance ofa resolution 
of the Contracting Board, notice is hereby given, 
that sealed proposals will be received by the un- 
dersigned for the construction and completion of 
the work upon the several Canals of this State, 
described in the following tabular statement at 
the times and places therein mentioned :— 
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ee ae. 
ENLARGEMENT OF ERIE CANAL—EASTERN [gineer’s Office in the village of Fulton until Mon-jevery kind of work; and no proposition not thus 





DIVISION. day, the 16th day of October next, at 10 o’clock| defined will be received acted upon; 
* Sealed proposals will be received at the En- a.m., for the following described work :— proposition will be considered complete eS 
gineer’s Office in the city of Utica, until Monday, | Section No. 3 below Sa- price for every kind of work included in such pro- 
the 9th day of October next, at 10 o'clock, a.M.,|_ lina..........-. -.+. $4,000.... Ap’115th,1€57, | position is distinctly and plainly inserted. 
tor the following described work :— Section No. 4 below Sa- Every proposal shall be accompanied by an af- 
Amount ot Wm... chic tsderer. 7400... rs fidavit, endorsed thereon, of each person uniting 
Description of Work. Penaltyin Time of |Part of Sections 14 and in such proposal, that he is not directly or indi- 
Bond. Completion. |_ 15, Gascon Rapids... 12,700... . rectly interested in any other proposal for thesame 
* setion No. 16.... .++. $7,500... 1st April, 1866,|Part of Sections 16 and work or materials, or any part of the same; that 
ramtat 8 . 8,300.. s 17, above Pheenix.... 6,400.... z he has no agreement or understanding with any 
rs ar ae . Part of Sections 17 and other person to become interested in any other 
| ss 57... «ss. 7,000.... » 1857. 18, above Pheenix ... 7,700.... * proposal or contract for the same work or mater- 
; ‘ Sivaus via . 9,500.... Part of Sections 22 and ials, or any part thereof; and that no other person 
Eee cone 6,000... 28, Morseman level.. 6,500.... rr than such as shall be named in the proposal is in- 
a 60... <cuaa 6,000... a Section 27 at Fulton... 6,000.... wih aneuanes te raven, or has sendy kya or un- 
OL eeee eee 000... ' CAYUGA AND SENECA CANAL seeming? plhce focmaiin 
se GB. sce case 12,400.... : 4 } , that may be made in pursuance of such proposal. 
A OA ROMER Fle ymy epg mi opt Merah meg eat gc 
i . C—O 800... : u}in above statemen 
| | eka coe 5,300.... ~ 1857. rere f the 17th day of October next, at 10 0’ with a bond to the people of this State, in the pen- 
“a oo 5,800... “ clock a.M., for the following described work :—  |alty specified opposite each kind of work in said 
a MR aiacdats 6,000... Section No. 9......... $7,200.... 1st April, 1856,|statement, and which bond shall be signed by the 
[_ 6,600..-- 1st July, 1856)... maguardGaveon =” ~—_—( sponsible sureties, with such evidence of thelr re 
» —-— BB oe wee ,000.... : : with such evidence of their re- 
‘ i aS 6,200.... Section 10.......... 5,600.... : sponsibility as the contracting board uire 
a t 42 sass tage 6,200... ” men - Sections 1 a and which sureties shall justify in eae care 
as eir on Sec. 120. 1.200.... 1st April, 1855. inclusive....... ee . the ate to twice the amount of 
Bridge Abutments on : = na and Farm Bridge ty. hans oF oan ae 
Sections 15, 16 and , utments on Sec- Each proposal must be accompanied by the cer- 
a eer . 2,500....1st July, 1865.| tions 1, 4 and 10 .....2,300.... P beer * ny Supervisor of the parca the 
idge Abutments_ on ENLARGEMENT OF ERIE CANAL—WEST-|CCUMY Clerk, or the County Judge of the county 
Rg CE a Eni DivsloN ace a, meee eee 
Sections 57, 58 Sealed proposals will be received at the En- é poms y 
preg Aly Fon giemer's Oion be the village Of Aikamcupt Wed-| wilt bereuuived. hy dhe sonemnating henna taal 
Bridge at Fultonville. 3,000... 18565. nesday, the 18th day of October next, at 10 o’clock/the bond for the payment of laborer’s pce 
—_— Abenean on — aah aa ee, See work, between me by chapter 278, of the laws of 1850. ; 
ections an : — 0 acceptance of a proposal or award 
62. 205 vee. Sa RES 2,000... - Section 276, with penalty in bond of.... $9,000.) tract by the comitadtinn board, = no on 
— Sa on ~» se “- » » 9» «eee 6,700,|made by the said board, or any interest in the 
ppacttions 75 and 78... 1,500... » 1856. » 218, » 2S scene 7,000. |namne, Sal De senignable to any pesnenae 
7 sn heme mg = ‘a — i “ cares ~ eh aade ae without the written consent of the Canal Commis- 
, 4 2 >» ’ > 9” yy eeee OF .| loners. 
ee 2,000... ‘ 281, , yon pw ewes 9,200,| Fifteen per cent of the amount of an 
Bridge Abutments on . 282, . m . “ 2 ..-. 5,700.|done or materials furnished, at the poh ee 
Sections 132 and188. 900... » 1856. » 2838, 5, » » » 9 +ee¢ 4,100./thereof, shall be reserved by the canal commis- 
SS Sections 69 —o i 4 " és ie eee — wre aoe at — Petes which is the subject 
NG OU... . cece cece ob ae ui ” ” ? ”» > yy teee YD, .,; OL tae contract, 8 d i 7 
os on —s 75. 600... 1st April, 1856. ” 318, ” - 09 +++ 9,400. | pleted. v.08, seine. 9 
— ~~ — a 9 = 4 ‘a eg OG EEE —- _In dene the contracting board shall be of opin- 
( Se .--- 1st July, 1855. ” ye ” ” 9 »» -+e+ 9,200.) 10n that the proposals made at any meeting there- 
Culverts on Sections 112 3 ee i > 9g «eee 20,100.) of, pursuant to any advertisement, are, in conse+ 
ea nan taresed 1,100....1st April, 1856. ” = 9 yon eee ee pagent’ any combination or otherwise, excessive 
ectlons ” it ” ” 99 eee -| 20) i vantageous to the State, the 
P 181, 182 and 133.... 1,200.... 1st July, 1856. » 825, ,, ” “ seee 7,100. cline all the said proposals, and Po soll wy 
/ yoow of Phillips ‘ies 7 " — ‘ l ie i ead von ~~ the work and materials embraced therein. 
p eee ce cece ; cece ist April, 1855. ” 2 ” 3 <a yoesee Fy *T. ontractors will be required to receive and use 
PRLACK RIVER CANAL. + = a “ seas inte is salen oo in beer work all such materials as have been pre- 
Sealed proposals will be received at the En- a dwt gmake BR MOR he y Peecenet ae eee for any of the 
quarto netted tenes bh... . ae. ee ee ncatbited ac the cotecth Ginems sees an ie 
12th day of October next. at 10 o’clock a es yw ” 332° ” ” ”n ” tees — vane exhibited at the several offices prior to the 
t “ a ’ a - oe ” we 99 ” ” @ See" a ae e : 
pati > mae a a - d 2, » 99 ay see+12,200.} | The prices in the contract will be considered as 
Lak a 00 a ” >” ” » yoere 13,000. including the expense of furnishing all the materi- 
Pe Nth <a vice Oct., 1855. ” = ” ” ”» 9» nn ee8 can poate rier all the work, according to the 
e ? ’ ” tees . speci ibi 
a eee agates ssaeea) 5,500.... sa Bridge Abutments on Sections 276 to 283, letting SI See eaten Seneeeeeces 
ock Houses from IROTARING 20.06 0050 dueciweaniesknroes samt 8,600.| The persons to wh 
—— to Lyons eo —- Abutments on Sections 316 to 329, "led, will be tequited wep wmpen de pays 
i abc ounia: aida, a 000.... INCLUSIVE... - 0-4 wees vee ceee sens voce 7,300.| performance of the work with 
Sluices around Locks fs Bridge Abutments on Sections 330 to 336, same shall have been picks hag poets) 
No’s, 84 to 69 inclus. 2,900....1st Aug. 1855. inclusive .... .... .... sse+ «eee eeee vere 5,400.) terms prescribed by the contracting board ten 
MIDDLE DIVISION Culverts on Sections a ~~ — inclusive.. 6,200.;} The name or names of the persons proposing, 
Sealed proposals will b ets ‘ » , ++ 5,500.)must be written out in full, with. their places 
gineer’s Office in the city of ¥ avast sh Gotan 3 = Sos wyeae y 8,000. residence. ten 7 * 
day, the 14th day of October next at 10 o’clock ° » 88010386 ,,  .. 4,000.) The maps, plans, specifications, quantities o 
in the forenoon for the following described MR ys » ++ 1,000.|materials, propositions, blank contracts and bonds 
work :— Waste Weir on Section 330 » ++ 500. will be ready for examination at the several places 
Section No.195 .. . »uwqe $6,400... 1st April, 1857 "Re palegin wena 1,600 Ear icakae Brey Cita 
! i" 196... Ad. ’ gtk o| DUT... oe wees Cece cece eee eeee sees sees ; . 0! se 
eA ae ney oa x ” The superstructure of Genesce street Bridge Dated at ALaany, Sept. 18th, 1854. 
Centre Port Aqueduct. 3'400 ” and the Culvert on Section 806 to be completed} HENRY FITZHUGH . 
Port Byron do. * 7'000. . . ” by the Ist day of April, 1855, and the remainder FREDERICK FOLLETT, ’ Canal Comm’rs 
sonued ‘ anes m9 of the above work by April 1st, 1856. CORNELIUS GARDINIER, ) 
. All propositions must be for a sum certain, as} JAMES M. COOK. Compiroller, wa 











Sealed proposals will be received at the En-|to the price to be paid or reeeived, for each and| JOHN T, CLARK, State Eng. and Sucve: 
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ATE OF NE ORK, SECRETARY’S OF- 
FICE, ALBANY, A ST 10,1854. To the 
‘Sheriff of the County of New York.—Sir: Notice 
is hereby given, that at the General Election to 
be held in this State on Tuesday succeeding the 
first Monday of November next, the following of- 
ficers are to be elected, to wit: 
A Governor, in the place of Horatio Seymour ; 
A Lieutenant Governor, in the place of San- 
ford E. Church ; 
A Canal Commissioner, in the place of Henry 
Fitzhugh ; and © 
An Inspector of State Prisons, in the place of 
Henry Storms ; 
All whose terms of office will expire on the last 
day of December next. 
A Representative in the Thirty-Fourth Congress 
of the United States, for the Third Congressional 
District, composed of the First, Second, Third, 
Fifth and Highth Wards in the City of New York; 
for the Fourth District, composed of the Fourth, 
Sixth, Tenth and,Fourteenth Wards of the City of 
New York; for the Fifth District, composed of the 
Seventh and Thirteenth Wards in New York, and 
the City of Williamsburg, in Kings County ; for 
the Sixth District, composed of the Eleventh, Fif- 
teenth and Seventeenth Wards in New York; for 
the Seventh District, composed of the Ninth, Six- 
teenth and Twentieth Wards in New York; and 
for the Eighth District, composed of the Twelfth, 
Eighteenth and Nineteenth Wards in New York. 
ounty officers also to be elected for said Coun- 
ty :--- 4 
Sixteen Members of Assembly ; 
( 4 Surrogate, in the place of Alexander W. Brad- 
ord ; 
A Recorder in the place of Francis R. Tillou ; 
A City Judge, iu the place of Welcome R. Bee- 


& Mayor, in the place of Jacob A. Westervelt ; 

A Register, in the place of Garret Dyckman; 

A Commissioner of the Streets and Lamps, ir 
the place of George G. Glasier, who was appointed 
to fill a vacancy caused by the resignation of Hen- 
ry Arcularius ; 

A Police Justice, for the Second District, in the 
place. of Daniel W. Clarke, who was appointed to 
fill a vacancy caused by the death of John 
M’Grath ; 

Two Governors of the Alms House, in the place 
of Gustavus A. Conover and William Pinkney, ap- 
pointed to fill vacancies ; 

A District Attorney, in the place of Lorenzo B. 
Shepard, who was appointed to fill a vacancy oc- 
casioned by the death of Nathaniel B. Blunt ; 

A Civil Justice and a Police Justice, for the 
Seventh Judicial District, composed of the Twelfth, 
Nineteenth and Twenty second Wards; 

A Police Justice for the Eighth Judicial District, 
composed of the Sixteenth and Twentieth Wards. 

Yours, respectfully, 
E. W. LEAVENWORTH, 
Secretary of State. 
Suerirr’s Orricr, 
New York, August 14, 1854. 

The above is published pursuant to the notice 
ot the Secretary of State, and the requirements of 
the statute in such case made and provided. 

JOHN ORSER, 
Sheriff of the City and County of New sk ork. 

All the public newspapers in the County will 
publish the above once in each week until the 

election, and then hand in their bills for advertis- 
ing the same, so that they may be laid before the 
Board of Supervisors, and passed for payment. 
See Revised Statutes, volume 1, chapter 6, title 
8, article Jd, part Ist, page 140. ‘ 
JOHN ORSER, Sheriff. 

Sept. 1, 1854. 


Railroad Iron. 
2000 eee ae 


DORE DEHON, 
264 Broad 





Contracts made as above for Rails delivers 4% English or 
American ports at-lowest rates, ; 










AMERIOAN THE COMPANY 
STEAM GAUGE ARE PREPARED TO 
COMPANY. EXECUTE 


SOLE PROPRIETORS Ky ORDERS FOR THEIR 


AND GAUGE 
MANUFACTURERS AT THEIR MANUFACTORY 
FOR THE 


No. 4 Charlestown Street, 


UNITED STATES, BOSTON, MASS. 


dey Company purchased of Mr. BE. H. Asxororr the Patent for the above Gauge in February last, and they presume there 
is no necessity of stating the benefit of this celebrated Sonne, ae has obtained so much repute it the Country 
during the last three,years, as a matter of economy and safety for roads, Stationary Boilers and Steamers its equal has never 
been discovered. The Company also purchased of Mr. AsHorort the Patent for the Fontain Moreau or India Rubber Gauge 
of which the Eastman, Lowe and German Gauge are considered by them to be infringments. ‘They will furnish the India Rubber 
Gauge if desired, although they think it cannot be depended upon. ss 4lly 
































OCOMOTIVE TYERS made from one bar, and Low Moor Bar Iron of every description, Boiler Plates, Rivets, and Car 

Axles ; also, Wrought [ron Wheels, Spring, Tool, and Machinery Steel, Iron and Brass Tubes, Locomotive Balances, Horse 
Nails, English Iron Wire, Telegraph Wire, &c., for sale at the manufacturer's prices, by W. BAILEY LANG & OO., 54 Oliff 
st., New York, and 9 Liberty Square, Boston, sole agents in America to the Low Moor Iron Company. att 


RAILROAD SPIKES. 











Screw Pile Foundations. 





WROUGHT IRON 
Chairs and Fastenings. 


HE undersigned will continue to manufacture with increased 

facilities, HOOK & FLAT HEAD RAILROAD SPIKES, 

of all patterns, WROUGHT and CAST CHAIRS and FAST- 

ENINGS, BOILER RIVETS, BOLTS, SHIP and BOAT 
SPIKES, &c., &c 

The best quality of Refiaed Iron is used, and all orders filled 


with despatch. 
J. HOPKINSON SMITH, 
No, 25 South Charles str, Zu 
ih” Please direct the name in full, “4 


; tf. to. 
Baltimore, July 1st, 1854. 4 ALEXANDER MITCHELLS 


Patent Tron Screw Pile 
» 7 , 9 
SEP TIMUS NORRIS, For obtaining permanent foundutions on Rivers, Morasses, 
6 MECHANICAL & CONSULTING ENGINEER and Quicksands, for Railway Bridges, Viaducts, Depots, 
O RS his services to Railroad Companies and Engineers,| Wharves, &c. I. W. P. LEWIS, C. E., 

to provide them with Plans and Proportions of Locomo- Agent in the United States, 
tives for burning coal or wood ; calling the attention of Engi- No. 30 South Sth street, PHILaADELPAIA. 











neers and Railroad Mai ts to his New Patent Boiler for é 
burning Anthracite Coal; also Plans for Depot Buildings, NUGENT’S COLLEGE 
Rapes aa vp 5 ope ny epemam b the Ng yop OF 
uilding of any omotives may order, is or any 
other city, as to insure the Companies receiving good ma- ENGINEERS AND MECHANICS, 
Having been engaged for many years professionally as Engi- E. Nugent, ©. E.;Principal. 
upon many of our most important Roads, in their Loca- [aE design of this Institution is to afford young men an op- 
Building and Equipment, and for the last 20 years practi-| rtunity of acq a knowledge of the profession of 
ies who think per 10 en-\theoretical and practical knowledge of Mathematics, Architee 
gage his services, oy te and loss by receiving imperfect|tural and Mechanical Drafting, Plain and Ornamental Penman- 
machines, which have built and put together hastily. Ph. 
, or further particulars address the Principal. 








Railroad Tools, and all kinds of Machinery appertaining to 

chines and faithful workmanship. Public Square, Cleveland, Ohio 

tlon, 

prify p in the Manufacture of Locomotives, feels satis-|Civil Engineering, and to Mechanics and Tradesmen a sound 
Address to No, 28 Sammer st., Philadelphia. 
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